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SECTION 15-A 


In an editorial in the January 14 number we asked 
for enlightenment, with respect to the proposed amend- 
ment of section 15A, as to how and why what is pro- 
posed would work better than the present law. Mr. 
C. E. Childe, manager of the traffic bureau of the Omaha 
Chamber of Commerce and president of the National 
Industrial Traffic League, which is sponsoring the pro- 
posed amendment, attempts, in a communication printed 
elsewhere, to give us that enlightenment. On receipt 
of his communication we wrote him that, admitting all 
he said, part of it because it was true and part of it for 
the sake of the argument, he still did not show that what 
was proposed would work better than what was already 
in section 15A. To this he replied as follows: 


I endeavored to show in my letter of January 23: 

(1) That Section 15-A is not workable; that it cannot be en- 
forced for many years, until valuations are ascertained, if at all; that 
it is impracticable to base rate levels on valuation; that the Commis- 
sion can not, as a practical matter, initiate rates; that the recapture 
Provisions are unnecessary and undesirable. 

(2) That the Interstate Commerce Commission has not been 
unfair to the railroads. 

_ (3) That Section 15-A does not assure the railroads of more 
liberal treatment on the part of the government or its regulating 
authorities. 

(4) That the only possible value of Section 15-A in restoring 
confidence on the part of investors in railroad securities is a senti- 
mental one. 

If you grant the correctness of these views (as you have for 
the sake of argument at least), it necessarily follows that Sec- 
tion 15-A should be repealed or modified. Its repeal without any sub- 
stitute would be better than allowing it to remain in the statutes 
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the impossible of the Commission. 

But you may say, Section 15-A has conferred a benefit, whether 
logical or not, by encouraging the view that the government is dis- 
posed to treat the railroads fairly and thus attracts capital. If this 
is true, a simple declaration in the statute that the rate levels shall 
be kept high enough to maintain railroad credit and give the roads a 
fair return, would state in plain language all that the friends of 
Section 15-A claim it implies. The substitute bill favored by the 
National Industrial Traffic League contains such statement. 


Can it be reasonably argued that such plain statement would 
not work as well as the inferences drawn from the present 15-A? 
In other words, would not the proposed substitute “work better” 
than something that is unworkable? 

So now we may be said to have Mr. Childe’s views 
fairly before us. He is a deep student of transportation 
problems and, in the main, we think, a fair one, though 
his characterization as “railroad propagandists” of those 
who would retain the present section 15A and his appli- 
cation of the word “poppycock” to the idea that the 
Commission has been favorable to shippers as against 
the railroads shows that he is not altogether free from 
radical tendencies and lack of judicial balance. 


In the first place, consideration of whether the pres- 
ent law has “worked” does not always come from the 
same angle. The writer of this editorial spent an entire 
afternoon recently with a member of the Traffic League 
who had considerable to do with the framing of the bill 
to amend section 15A and was, apparently, in agreement 
with our view as to why the present section had not 
worked—that shippers have opposed efforts of carriers 
to get what the law says they shall have; that the rail- 
roads have not insisted that the law be respected; and 
that the Commission has fallen short of its duty to place 
rates where they ought to be under the law and under its 
own judgment as to what the revenue of the carriers 
should be. His argument was that what is proposed 
would correct this situation. We were skeptical. He has 
promised to give us for publication his ideas of how 
and why what is proposed would work—and what he 
means by “working,” as we understand him, is that it 
would operate to give the carriers an adequate revenue, 
which the present law, he thinks, does not. We are 
looking forward to what he writes. 


But Mr. Childe does not approach the problem from 
that angle. His idea seems to be that the carriers are 
earning enough, that the Commission always has given 
and always will give them enough, no matter what the 
law says, and that there is no problem here involved 
but that of getting something sensible in the law in 
place of something that is not sensible. We do not agree 
with him. Whether or not without any section 15A the 


















A Day Saved in Transit Means 
Money to the Consignee 


Powerful Decapod Locomot:ves 

of the latest design, an excellent 

roadbed and a highly trained per- 

sonnel enable G. M. & N. freight 

trains to maintain an exception- 
ally fast schedule. 


Reduce Transit Time 


on Your Shipments to and from the 
South, Southwest and for Export 


Many plants can be brought a day and, in 
some instances, several days closer to their 
market by routing shipments so as to save 
time in transit. Remember, that every hour 
saved means money to the people who buy the 
things you have to sell—and good will to you. 


In this era of modern merchandising, which 
calls for quick turnover—if a profit is to be 
made—fast, dependable transportation is a 
vital factor. Give those who buy your goods 


the advantage of speedy delivery—by routing 
via G. M. & N., “The Road of Service.” 


North and South-bound shipments, and 
those for the Southwest and for Export, are 
assured prompt arrival at destination, delivery 
to connecting line or shipside. 


J. A. JACKSON, Freight Traffic Manager 
Mobile, Ala. 


E. L. Mountfort, A.F.T.M., 
Chicago, III. 


W. H. Askew, A.F.T.M., 
Mobile, Ala. 
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TRAFFIC AGENCIES 


CHICAGO, ILL. 
633-34 Marquette Bldg. 


DETROIT, MICH. 
2-253 Gen. Motors Bldg. 


JACKSON, MISS. 
415-17 Lampton Bldg. 


JACKSON, TENN. 
Security National Bank 
Building. 


KANSAS CITY, MO. 
422 Board of Trade 
Building. 


LOS ANGELES, CALIF. 
721 Central Bldg. 


MEMPHIS, TENN. 
535-6 Exchange Bldg. 


Gulf, Mobile & Northern Railroad 


MERIDIAN, MISS. 
309 Miazza Wood Bldg. 


MOBILE, ALA. 
71 Conti Street. 


NEW YORK, N. Y. 
1019 Transportation Bldg., 
225 Broadway. 


NEW ORLEANS, LA. 
327 Hibernia Bldg. 


PADUCAH, KY. 
1021 City National Bank 
Building. 


PITTSBURGH, PA. 
1026-27 Park Bldg. 


ST. LOUIS, MO. 
920 Pierce Bldg. 
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Commission would have put the rates even where they 
are now is, of course, a question that no one can answer. 
It is a matter of opinion. Mr. Childe thinks it would. 
We do not. 

Valuation, of course, as Mr. Childe says and as we 
have often said, is an unsatisfactory basis for rates and 
revenue. It must be, as he says, more or less arbitrary. 
The valuation fixed now for rate making purposes is 
arbitrary. But that does not affect the argument as to 
the necessity for some definite basis. The remedy is 
entirely in the Commission’s hands. Its purpose is, or 
should be, to give the carriers an adequate revenue. If 
five and three-quarters per cent on the valuation it has 
fixed gives the carriers too much, it can and should 
lower the percentage figure. If it gives them what the 
Commission considers too little, it can increase the per- 
centage figure. Our point still is that there must be 
some definite basis and standard, whether or not Mr. 
Childe or anyone else thinks the Commission can always 
be trusted to do the right thing. Mr. Childe and those 
who agree with him may be wrong, as we think they 
are, but whether they are wrong or not the public is 
entitled to know how adequate revenue is estimated and 
how rates are measured. The present standard may not 
be a good one or the best that could be devised, but it 
is at least a standard. 

We do not quite follow Mr. Childe when he says 
that the present requirement of section 15A that the 
Commission shall initiate, modify, and adjust rates to 
produce an adequate return is practically impossible of 
enforcement and then, with an intervening sentence to 
the effect that the Hoch-Smith resolution is generally 
blamed as the cause of the present multitude of general 
rate investigations, goes on to say: 


_ It is not generally realized that section 15-A imposes the duty 
of initiating rates upon the Commission and that, under this provi- 
sion, general investigations of all rates would be necessary, irrespec- 
tive of the Hoch-Smith resolution. 

If the duty of general investigations was imposed 
by section 15A, why were they not made? If the reason 
is that such investigations are impracticable, how is it 
that they are being made under the Hoch-Smith reso- 
lution? Of course, the Commission should have made 
these investigations under section 15A with a view to 
putting rates where they should be in order to procure 
adequate revenue. The reason it did not do so was that 
there was no pressure. Of course, it is making them 
under the Hoch-Smith resolution, with a view to reduc- 
tion, because there has been and still is great pressure. 
If these facts indicate anything, they indicate that the 
Commission is more interested in reductions than in 
Increases. 

Just one more comment on Mr. Childe’s statement. 
He says, in endeavoring to show that the Commission 
has not been unfavorably disposed toward the carriers, 
that, immediately after the period of federal control, 
it gave them substantially “all they wanted in the way of 
increases.” In the first place, it was not a question then 
of giving the carriers what they wanted. It was a ques- 
tion of obeying the transportation act and getting the 


carriers on their feet, not for their own sake solely, but 
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in the interest of efficient transportation. In the second 
place, that always ought to be the question, and when 
Mr. Childe talks in terms of carriers and shippers want- 
ing or not wanting this or that, he shows that he does 
not comprehend or has lost sight of the real purpose 
behind both the present law and the legislation proposed 
by himself and the Traffic League. That purpose is not 
to judge between what carriers and shippers want, pri- 
marily, but to put carrier revenue at a level that will 
insure efficient transportation for the country’s com- 
merce. We shall never get anywhere until this is 
thoroughly understood and kept in mind in all negotia- 
tions and legislation. 


WATERWAY PROPAGANDA 

As an example of the false ideas conveyed to the 
public by enthusiastic and ill-considered waterway 
propaganda in which those who should know better in- 
dulge, we might mention an article in the Tulsa Daily 
World of recent date in which the writer (who is the 
victim of misinformation, and for failure to recognize it 
as such is not to blame) gives vent to the following 
amusing paragraphs in the course of his gleeful recital 
of waterway accomplishments in the recent past and 
prophecy of more triumphs to come: 


It (the development this year of inland waterways) will mean an 
additional saving of millions to shippers, yet it will not materially 
lessen the earnings of the rail carriers, which will retain supremacy 
in the carriage of goods for which speed is an essential. The gain 
will come from huge tonnage which heretofore has not been able to 
find a market reachable by cheap transportation. 


In other words, the railroads will not suffer because 
most of this tonnage that is to move by waterway is 
new business, made possible by this pioneering in a 
mode of transportation that went into the discard, for 
most purposes, years ago. . 


For the first time in its history the Warrior River barge line, 
operated by the government, operated at a profit in 1927. 


If this statement were to the effect that the line 
“showed a profit” for the first time in 1927, it would be 
correct. It showed a profit by its method of accounting 
and it really showed a smaller loss than ever before, but 
it did not show a profit according to any just and busi- 
ness like system of accounting. 


Expert transportation men see in the development of the river 
systems a return to the day when New Orleans and St. Louis were 
without rivals as ports, through which poured the products and sup- 
plies for the middle and intermountain west as far as Utah, New 
Mexico and Montana. 

We shall expect next a movement back to the stage 
coach and the pony express. Waterway success will be 
profitable only with government aid. At least, that is 
the method to be used and that is being used to make it 
seem profitable. Lots of things would be profitable that 


are not if they had help from the government. 


TRAFFIC CLUB BANQUETS 
The traffic clubs of the country, through their na- 
tional association, have been endeavoring, without a 
great deal of success, to arrive at some method of avoid- 
ing conflicts in dates of annual dinners and other im- 


portant functions. The lack of complete success was 
illustrated last week by the fact that the annual dinners 
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of the Milwaukee Traffic Club and the Kansas City 
Traffic Club and the banquet at Minneapolis on the 
occasion of the meeting of the Northwest Shippers’ 
Advisory Board fell on the same night. If it is desirable 
to avoid these conflicts there ought to be some way of 
accomplishing it. To us, however, it does not seem 
important. Rather, we should think, such conflicts would 
usually be welcomed by railroad men who, by force of 
custom, feel it their duty to attend or send representa- 
tives to such dinners and are relieved, rather than em- 
barrassed, when there is one less such function. It is a 
custom that, like many other customs, has grown into 
something of foolishness. The feeling on the part of 
railroads that they must have representation at these 
functions from outside points entails considerable ex- 
pense and waste of time without, it seems to us, cor- 
responding benefits. We might suggest, as a substitute 
for the plan the association of traffic clubs is trying to 
put into effect, that all the traffic clubs of the country 
hold their annual banquets the same evening. 


CONSOLIDATION LEGISLATION 


The Trafic World Washington Bureau 


R. C. Fulbright, chairman of the legislative committee of 
the National Industrial Traffic League, outlined the views of 
the League on proposed railroad consolidation legislation before 
the House committee on interstate and foreign commerce Jan- 
uary 27. His testimony was similar to that given by him re- 
cently before the Senate interstate commerce committee. He 
said he did not wish his presentation to be construed as opposi- 
tion to adoption of a bill along the lines of the revised Parker 
bill. He had previously reiterated the views expressed by him 
before the Senate committee as to there being inserted in the 
bill specific provision against substantially reducing existing 
carrier competition and had submitted suggested wording for the 
general statement in the bill with reference to unifications. 

In argument against a declaration of policy in favor of con- 
solidations, Mr. Fulbright said the present law had been used 
by representatives of railroads and banking interests to support 
contentions that Congress had declared there should be con- 
solidations and that communities had been led to adopt reso- 
lutions in favor of consolidations on the basis of such repre- 
sentations. He said that was one reason why there should be 
no general declaration of policy in the bill. 

Reviewing statistics showing the efficient performance of 
the railroads in recent years, Mr. Fulbright said he did that to 
show that consolidation was not necessary to promote efficiency 
of the railroads. He said he did not think consolidation was 
necessary to preserve “our transportation system or its effi- 
ciency.” 

Mr. Fulbright reiterated the view that the short line prob- 
lem was not a major problem. He said the short lines had a 
problem in the matter of competition with the motor vehicle 
on the highways. He said the motor vehicle was going to take 
a large amount of business of some of the short lines. He said 
some short lines no doubt should be taken into larger systems. 
Comparing the short weak lines with the whole transportation 
system, he said they were “negligible in amount.” 

As to provisions in the bill setting forth the methods of 
unification that might be resorted to, Mr. Fulbright said that the 
law should provide that acquisition of voting securities of one 
carrier by another carrier in sufficient amount to enable the 
acquiring company to control the policy of the othehr carrier 
should be deemed a unification subject to the provisions of the 
act, provided a carrier might acquire stock and hold the same 
pending submission of an application to the Commission as 
long as it did not exercise control over the other company. He 
said he thought it was fair that provision should be made for 
acquisition of stock before public announcement as to such 
action was made because of the fact that stock prices no doubt 
would go up if it were known that stock was to be acquired, but 
that the acquiring line should not be permitted to exercise con- 
trol over another company by reason of such acquisition prior 
to obtaining authority from the Commission to do so. 

“We want something to assure us that there won’t we 
destruction of competition without any regulating body having 
something to say about it,” said he. 

Discussion of the question of how far Congress should go 
in prescribing a legislative standard to guide the Commission 
in determination of what unifications of railroads would be in 
the public interest featured the hearing January 31 before the 
House committee on interstate and foreign commerce. 
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Alfred P. Thom, general counsel of the Association of Rail- 
way Executives, in the witness chair, said that, under the lan- 
guage proposed by Mr. Fulbright as a substitute for section 202 
of the revised Parker bill, if the Commission found there was 
substantial competition that would be removed by approval of 
unification plans, it could not approve them no matter what 
the public interest was. He agreed with Representative Hud. 
dleston, of Alabama, that the requirement in the substitute 
proposed by Mr. Fulbright that the Commission must find that 
unifications would not substantially reduce existing competition 
would be dominant and controlling. Mr. Thom said the pro. 
posed language was identical with that in the Clayton anti-trust 
act. 

Representative Rayburn, of Texas, suggested that there be 
a simple statement to the effect that the Commission could 
authorize unifications held by it to be in the public interest. 
Mr. Thom said he thought that that would meet the constitu- 
tional requirements, but that he did not know that Congress 
would approve such a broad declaration. Mr. Rayburn said he 
was opposed to any declaration that might be construed as a 
mandate directing the Commission to consolidate the railroads, 
He thought the process of unification should go forward in a 
natural way. Mr. Thom thought quite rapid progress would be 
made in the direction of unification if the proposed legislation 
were passed. 

Representative Denison, of Illinois, thought that Congress 
should set up a standard for the Commission with reference to 
interpretation of “public interest.” Mr. Thom said the proposal 
of Representative Rayburn would furnish a sufficient standard 
under the Constitution, but that that might not be as far as 
Congress wished to go. Mr. Denison thought that a mere state- 
ment that unifications should be in the public interest might 
not be sufficient guidance to make the act constitutional. He 
said, as he recalled the court decisions, where Congress dele- 
gated its legislative power, it had to provide a standard to guide 
the tribunal set up to act thereunder. 

“Congress should fix the standard and not let the Com- 
mission fix it,’ said Mr. Denison. 

Mr. Thom said that if only the requirement was that the 
unifications should be in the public interest, there would be 
unlimited and unguided discretion vested in the Commission. 
If Congress adopted the language as set forth in section 202 of 
the bill, as revised, said he, the Commission would have a guide 
as to what public interest was. 

Representative Garber, of Oklahoma, said the Commission 
had ben authorizing unifications under paragraph 2 of section 5 
of the act for the last seven years and that in its recommenda- 
tions to Congress as to consolidation legislation, it had not 
asked for directions as to the question of public interest. 

In the course of his testimony, Mr. Thom quoted excerpts 
from the proposed report of Attorney-Examiner Leo J. Flynn 
in the motor vehicle investigation relating to competition of 
the motor vehicle with the steam railroads. He referred to the 
statement in the report that the railroads were and would 
remain the backbone of the national transportation system and 
that they alone could be relied upon for mass transportation 
and long hauls of passengers and goods. Mr. Thom said the 
whole subject was discussed in the most illuminating way in 
the Flynn report. He referred to the report in support of his 
argument that the steam transportation facilities must be so 
readjusted that they could serve with respect to long hauls and 
heavy loads. 


At the hearing before the House committee February 1, Mr. 
Thom continued discussion of various provisions of the bill, but 
was diverted from time to time by questions from members 
of the committee. 

Representative Burtness, of North Dakota, asked what effect 
passage of the Parker bill and consolidations thereunder would 
have on rates, adding that that was what the public would 
wish to know about as one of the important aspects of the 
consolidation question. 


Mr. Thom said if the necessity were removed for making 
rates to take care of weak carriers as was now being done, as 
he believed would be the case if the ideal back of the proposed 
legislation was obtained, rates would not have to be made o2 
an artificial basis. ; 

The opinion was expressed by the witness that a railroad 
was entitled to anything that it could earn on the basis of rea 
sonable rates. He said he did not think rates should be made 
on the value of the property, but should be made on theif 
“economic merits.” 

“Then you are opposed to section 15-a?” asked Mr. Burtness. 

Mr. Thom said he had opposed the writing of that section 
into the law at the time it was under consideration, but that 
at the present time the question of stability entered into the 
matter and that he did not think the section should be dis- 
turbed. If the pending bill were passed and consolidations 
were effected thereunder, said he, section 15-a would disappear. 

The opinion was again expressed by Mr. Thom that the bill 
fully protected the rights of owners of railroad securities. 

Mr. Thom continued his discussion of the Parker bill before 
the House committee, February 2, explaining various provisions 
of the measure. 
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Current Topics 
in Washington 


——— 


States and State Interests Rising.—One of the most obvious 
things in Washington now is that much irritation exists among 
state officials over what they think constitute invasions of the 
states or threats of invasion by the federal government. No 
gane person, of course, would liken the agitation now to that 
which existed at the end of the eighteenth century. No one 
is thinking of such violence as the Kentucky resolutions assert- 
ing the right of states to secede to check the encroachments 
of the central government. Instead, however, state officials and 
state organizations are girding themselves to curb what might 
be called Washington bureaucracy; also steps by the legislative 
pranch that would help what has been called federal meddling. 
The thing that impresses one familiar with the fight for federal 
control over rates is the resistance state officials are putting 
up against the effort of Senator Walsh, of Montana, to inves- 
tigate public utilities. They concede him the right to inquire 
into the interstate features of such concerns, but, broadly 
speaking, they do not want an investigation. Governor Byrd, of 
Virginia, the state where the states’ rights men had the great- 
est prominence in the early days of the Constitution, said, in 
a recent statement, that he regarded the encroachment of the 
federal authority on states’ rights as the greatest menace facing 
the United States. State authority in dealing with state prob- 
lems, he said, was being overridden by the federal government 
and state courts and commissions were being shorn of authority 
and influence, a matter of grave concern, he thought. The state 
officials seem not to be a bit afraid of intimations that, by their 
course, they are playing into the hands of the various sorts of 
trusts the utilities have been accused of being. It might also 
be observed that the utilities are not averse to taking part in 
the fight against what might be called the Walsh idea of the 
Senate going into the subject that is now wholly in the hands 
of local authorities except where a few electric lines are subject 
to the Interstate Commerce Commission. No one any more 
thinks of the incongruity of a Democrat in Washington “invad- 
ing” states’ rights. So many members of that party voted for 
the things that have resulted in the loss of what are ordinarily 
called states’ rights that Thomas Jefferson, were he to return 
to earth, might be expected to turn on them and exclaim: “And 
thou, too, Brutus!” Nor is the opposition based on partisan 
grounds. Seemingly, it is based solely on the thought that some 
things had better be left for doing at home. The opposition, 
however, cannot be manifested so sharply as in the days when 
state legislatures elected senators. In those days the opposi- 
tion could gather at state capitols where resolutions of instruc- 
tions to senators could be adopted and the voice of the state 
turned into the ears of senators who, in a sense, were regarded 
as ambassadors. Now individuals from various states must 
come to Washington, hat in hand, to implore the senators, no 
longer responsible to legislatures, to abstain. Opposition to 
Washington dipping into everything is also being shown by 
producers of petroleum. The Federal Oil Conservation Board 
a@ week ago held a hearing to give opportunity to be heard to 
those who had ideas as to how oil might be preserved in the 
ground. The idea got abroad that that meant nothing more 
than creating another bureau or commission in Washington to 
regulate the oil industry. One result was that only one man 
appeared. He wanted government to regulate the industry. 
The Ohio State Chamber of Commerce has gone on record 
against what it thinks is the state socialism embodied in the 
Boulder Dam project. It objects to that on the ground, among 
others, that it would open a “wide crack in the door (of the 
treasury) for the entry of state socialism.” Ohio pointed out 
that it paid six times as much of the federal taxes as the region 
to be directly benefited. It suggested that the dam could not 
be built on the pretense that it would control flood waters and 
thereby save human lives. On the contrary, it asserted that 
the bill proposing it provided merely a way for the Secretary 
of the Interior, when he pleased, to put the federal government 
into the business of manufacturing and selling electric power 
without regard to state regulation. To that it is opposed— 
hence its opposition to the whole project. 





Italy Goes Out, America Comes In.—In this year of grace 
Italy expects to complete its policy of taking the government 
out of the ownership and operation of a merchant marine. Op- 
Pbonents of the Jones bill, including President Coolidge, believe 
its supporters are doing everything possible, not only to keep 
the United States in the business of owning and operating mer- 
chant ships, but also to commit this country. to permanent 
Ownership and operation. Mussolini, having had experience of 
unbridled democracy and inefficient state socialism, is taking 
Italy out just as fast as he can. He knows that men will not 
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live up to the high ideals of either complete democracy or 
socialism and that the dream to the contrary is expensive and 
enervating or, perhaps, it might be called expensive because 
enervating. Therefore, he has gone to the extreme of a dic- 
tatorship with squints and hints at the power and glory that 
was Rome’s as if he were to prove the exception in history by 
turning back the hands of the clock. The Italian government, 
while divorcing itself from the duties and responsibilities of 
management, will give subsidies amounting to more than $10,- 
750,000 a year to two classes of ships designated as “indispens- 
able” and “useful.” The lines in the first category are those 
operating in the Mediterranean among the Italian islands and 
coastwise, both in Italy proper and Italia redenta, the latter 
having been taken from Austria under the treaty of Versailles. 
The useful lines are those operating beyond the Straits of 
Gibraltar and the Suez Canal—that is, the transoceanic lines. 
There are 102 steamers in the “indispensable” service receiving 
subsidies amounting to $7,035,000 a year, and 131 steamers in 
the useful lines, receiving $3,726,000 a year. The former have 
a tonnage of 171,000 and the latter 598,000. 





South Carolina as a Railroad Pioneer.—Fairfax Harrison, 
president of the Southern, knows the history of Roman farming 
about which he has translated a Latin book, but, according to 
the editor of the Belton (S. C.) News, his knowledge of South 
Carolina history is a void. The editor has taken President Har- 
rison and Vice-President L. E. Jeffries to task for saying, in a 
statement given out in their behalf, that “there were few, if 
any, railroads in the state of South Carolina in the eighteen 
thirties and the eighteen forties. The legislature was 
endeavoring to induce capital to invest its money in the state.” 
That that was pure, unadulterated fiction, put out for a 
subtle purpose, the editor asserted with vehemence. To back 
up his contention that the declaration libeled the state, the 
editor asserted that Robert Young Hayne, the man chosen to 
answer Daniel Webster in the great ante-bellum debate in the 
Senate of the United States, devoted his great power of debate 
and eloquence to keep South Carolina from going wild, in the 
era when internal improvements were almost, if not altogether, 
a mania, in the building of turnpikes, canals, and plank roads. 
Instead, he advocated the steam railroad as the only solution 
of the nation’s transportation needs, with the result that, in 
1832, South Carolina had the longest steam-operated railroad 
in the world, the Charleston and Hamburg (now Augusta), also 
the first railroad, according to the editor, that used the steam 
locomotive, from the beginning, as its motive power. That road 
was chartered by the South Carolina legislature in 1828. In 
1830, when there were only 23 miles of steam railroad in the 
United States, South Carolina had more than 12 miles of that 
Charleston and Hamburg line in operation, carrying freight, 
passengers and mail. The South Carolina editor further as- 
serted that one of its engines, ‘“‘Best Friend,” was the first steam 
locomotive ever built in the country. It was designed and 
assembled in Charleston, S. C., by E. L. Miller, another of the 
men in South Carolina who helped save that state from beggar- 
ing itself by building canals. The Charleston and Hamburg was 
completed in 1833 throughout its 136 miles of length. The his- 
torian who, in that country newspaper, took the two executives 
of the Southern over such a rough road, declared that Hayne 
was the first man in the United States, in 1821, to assert that 
the railroad was the coming agency of transportation and one 
that could take the place of all others. A further declaration 
was that Mr. Hayne, who is remembered more for his political 
utterances than for his great contribution to the material wel- 
fare of the country, planned the Louisville, Cincinnati and 
Charleston, incorporated by the South Carolina legislature in 
1832. Hayne was president of that road when he died in 1839. 
It was intended to be part of a system to connect Charleston 
with the Ohio and Mississippi valleys planned by Calhoun, 
Hayne, Miller, and McDuffie, Souh Carolinians, whose merit, 
it is believed, has been overlooked, largely, in the bitterness 
engendered by the Civil War. The Cincinnati Southern part 
of the Queen and Crescent branch of the Southern system is 
said to be built on the route of the road of which Hayne was 
the president, if not the promoter. 





And Now Pennsylvania Is in the Air.—The Pennsylvania 
commission is entitled to sing a paraphrase of the song about 
somebody being in the navy, to show that it has undertaken 
the regulation of the traffic by air, within the boundaries of that 
commonwealth. It has issued certificates of convenience and 
necessity to Gettysburg Flying Service, Inc., Reading Airways, 
Noble Aircraft Company, and Pennsylvania Aerial Transporta- 
tion and Express. In disposing of the application of one of 
the certificate holders, the Pennsylvania commission said the 
safety and convenience of the public would receive first and 
primary consideration. It has adopted as its standard of equip- 
ment and qualification of pilots the standards prescribed by 
the federal government and the State Aeronautics Commission. 
The certificates are for one year, renewable, without hearing, 
on a showing of compliance with the standards and the carrying 












































































































































































































































































































































































































































of liability insurance for the protection of passengers and the 
public. 





Do Law-Makers Know Beans?—In the estimation of manu- 
facturers of cocoa products the answer to the question is “no.” 
That is because Representative Dickinson, of Iowa, has intro- 
duced a bill, H. R. 9765, putting cocoa beans on the dutiable 
list at 3 cents a pound, for the protection of the soya bean 
industry in Iowa! When the manufacturers asked why, Mr. 
Dickinson said because the cocoa bean competed with the soya 
bean. Thereupon, the makers of chocolate, cocoa butter, and 
other things of that sort, pointed out that men could use soya 
bean oil in making up cocoa products, but that when they did 
so, the government forbade them to use any words indicating 
chocolate or any of its allied articles because the government 
officials contended that using soya oil, even for the laudable 
purpose of raising the melting point of cocoa butter, was adul- 
terating the cocoa bean derivatives. The manufacturers also 
pointed out that the government, through the Department of 
Commerce, was spending $40,000 to discover how American 
manufacturers might buy cocoa beans at lesser cost, cocoa beans 
being a product of the tropics, chiefly of the gold coast of Africa. 
There is a suspicion that, when the American pays twenty-two 
cents a pound for cocoa beans, he is being held up by an ar- 
rangement not unlike the rubber arrangement. The users of 
cocoa beans assert that putting a tax of three cents a pound 
on cocoa beans means that the beans will be converted into 
products in Europe and the products shipped into this country, 
the margin in favor of American manufacturers being relatively 
narrow. Some forms of chocolate confections are now sent into 
this country on the theory that they are chocolate when, as a 
matter of fact, they are substitutes for chocolate candy. The 
European product can be and is sold in the ports at less than 
Americans can sell it, even with cocoa beans on the free list. 
As competitors of the soya bean, cocoa beans stand in about 
the same relation as cider and champagne.—A. E. H. 


HOCH-SMITH GRAIN CASE 


The carriers in Western Trunk Line territory are suggest- 
ing no changes of importance in present rates and practices in 
the territory served by them, except that the rates in Minnesota, 
the eastern half of the Dakotas, and Iowa be brought in line 
with the scale proposed in I. and S. 2469, according to A. F. 
Cleveland, assistant general freight agent, C. & N. W., who 
took the stand late February 2 at the hearing in docket 17000, 
part 7, grain and grain products in the western district, at 
Chicago, before Commissioner Meyer and Examiners Mackley 
and Hall, 

It is the contention of Mr. Cleveland that, in so far as the 
grain traffic is concerned, there is nothing new in the Hoch- 
Smith resolution. The principle embodied in that had always 
been applied to that traffic, he said, and the best evidence of 
that was the present rates. Prefatory to that he gave a de- 
tailed history of grain rates, calling attention to the old so- 
called granger laws and, as he contended, the excessively low 
rates that have applied to the traffic in the past. In particular, 
he insisted that “grain and grain products are distinctly favored, 
as compared to other commodities, in terms of the level of the 
rates now as against those in effect prior to the war.” In the 
case of his own road, he said, in the pre-war period, 1911 to 
1915, inclusive, the grain traffic produced 16 per cent of the 
total revenue, as against 12.6 per cent for the period 1922 to 
1926. Had the rates maintained the relativity of the former 
period, he said, the traffic would have produced ‘$15,491,119 more 
revenue in the latter period than it did. A further point stressed 
by him was that the only fair way to judge a rate on grain 
was to view it in the light of all the things it covered. In that 
respect, he considered the grain traffic and rates unique. He 
presented figures to show that the percentage increase in the 
tonnage of grain products, which take the grain rates but do 
not produce as large earnings, had been greater in recent years 
than on grain. 


A considerable part of the week was used in the presenta- 
tion of testimony by sixteen Kansas farmers. They were put 
on the stand as economic witnesses to rebut the evidence in 
the record to the effect that agriculture was at present in a 
state of depression, as in the case of Nebraska farmers brought 
in by the carriers last week. They were pretty generally agreed 
that conditions in agriculture had materially improved since 
1924. Each recited a narrative of his individual operations and 
told what he could about conditions generally in his locality. 
They were, at least, fairly successful in establishing that money 
had been and still could be made in agriculture. The following 
testified: R. I. Montgomery, Montezuma; J. J. Carlson, Clay 
Center; T. J. Grace, Wichita; A. L. Stockwell, Larned; Henry 
Rogers, Chase county; T. F. Hopkins, Liberal, P. T. Harvey, 
Montezuma; Henry Kosta, Cheney; J. S. Dodd, Liberal; Evans 
Donnelley, Clay Center; E. J. Burton, Coffeeville; A. W. Green- 
wood, Topeka; H. R. Morrison, Pratt; F. W. Parott, Clay Cen- 
ter, and L. T. Shumaker, Meade, Kan. 

One other, Albert Weaver, of Bird City, Kan., had been 
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brought in by the carriers, but was won over by Clyde Reed, 
who cross-examined in behalf of Kansas farm organizations. 
Weaver testified, when put on the stand by Mr. Reed, that the 
condition of agriculture was bad. Conversations Reed had with 
the carrier witnesses were characterized by carrier counsel as 
tantamount to intimidation of witnesses and relations between 
the opposing counsel remained unpleasant for the rest of the 
time required for the presentation of the economic testimony, 

The benefits that would accrue to the individual farmer ip 
case a general reduction was ordered under the Hoch-Smith 
resolution would be negligible, according to C. E. Spens, vice. 
president of the Burlington, who testified January 27, but the 
results would be serious to the carriers. A ten per cent re. 
duction in the grain rates would mean a saving to the average 
farmer of only $13.09, while it would mean a loss of in excess 
of $19,000,000 to the carriers, he said. 

“The very serious import of the investigation instituted under 
the Hoch-Smith resolution,” was indicated, he said, by the fact 
that the commodities on which it ordered reductions contributed 
23.72 per cent of the total tonnage of the carriers in the central 
western region in 1926. He introduced a detailed picture of 
the decreases in passenger revenue in recent years and such 
other matters, and the increase in operating expenses. The net 
income of the Burlington in 1927, he said, was 13.42 per cent less 
than in 1917, despite large additions to the capital investment. 
The average level of rates on all commodities other than grain 
in the western district was 121.5 per cent of the level at the 
end of the period of federal control, he said, while wheat rates 
were only 117.5 per cent of that level and coarse grains, 105.75 
per cent, according to figures he introduced. 

He contended that it was the Commission’s duty to institute 
an investigation under section 15-a, contemporaneously with 
the Hoch-Smith investigation, to determine the manner in which 
the revenues of the carriers could best be increased, in view 
of their failure to earn the return to which the Commission 
has said they are entitled to since the passage of the trans- 
portation act. He also discussed the various problems that 
would present themselves in case a general reduction should 
be made on agricultural products, and the carriers were con- 
fronted with the necessity of obtaining that revenue from other 
classes of traffic. 

L. E. Wettling, director of the statistical bureau of the west- 
ern lines, introduced three voluminous exhibits presenting 
financial data with respect to the western carriers and agricul- 
tural and economic data bearing on general conditions in the 
western district. His exhibit dealing with financial data showed 
the property investment, including materials, supplies, and cash, 
in the western district to be $10,295,363,124, in 1926, and, of 
that, no return was earned on $2,562,395,009, in that year, which 
was the best year the carriers had had since the war, according 
to his statement. In 1927 the district showed a five-tenths per 
cent decrease in gross revenue, as against 1926, and a .41 per 
cent gross increase in ton-miles, he said. The value of the 
principal crops grown in the western district in 1924 to 1926, 
inclusive, according to his figures, showed an increase of 20.27 
per cent, as against 1921 to 1923. 

H. A. Feltus, traffic manager, Van Dusen-Harrington, Minne- 
apolis, and C. B. Bee, representing the Oklahoma commission, 
testified. Mr. Feltus appeared to present certain information 
with respect to the relationship of prices paid at country ele- 
vators as against those current at the terminal markets, Duluth 
and Minneapolis, which had been requested by the Commission, 
and Mr. Bee introduced rebuttal testimony to that introduced 
by R. W. Scott, of the Kansas commission, with respect to 
relative carrier costs in Kansas and Oklahoma. 

At the invitation of Frank Townsend, of Minneapolis, about 
fifty of the men who have been participating in this case over 
the country gathered at the Union League Club the evening 
of February 2 at the “first annual dinner of the veterans of 
17000-7.”. The evening was spent in song and impromptu 
speeches and there were numerous references to the ponder- 
ousness and length of the investigation. A committee, with 
Conrad Spens, vice-president of the Burlington, as chairman, and 
Luther Walter as secretary, was appointed to arrange for the 
next annual dinner, the understanding being that the plan was 
off if the examiners rendered a report in the meantime. 


CINCINNATI LUMBER TRANSIT 


T. W. Elmes, district manager of the Southern Hardwood 
Traffic Association, announces that, after negotiations with the 
Chesapeake & Ohio, it has agreed to provide for the absorption 
of connecting line switching on carload shipments of lumber 
moving into Cincinnati, via the C. & O., transited at points 
located at Cincinnati on lines other than the C. & O., and then 
reshipped to points beyond. Heretofore, such switching charges 
were in addition. This will mean, it is stated, an average sav- 
ing of about $12 to $15 per car on every shipment handled under 
the C. & O. lumber transit arrangement after February 29, the 
effective date of the reduction. According to the Southern Hard- 
wood Traffic Association, the Cincinnati lumber operators not 
located on the tracks of the C. & O. will now be able to purchase 
lumber at origins on that line to a greater extent than was 
possible under the old arrangement. 
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Decisions of Interstate Commerce Commission 


Re 


NEW ENGLAND PIG IRON 


The Commission, by division 3, in a report written by Chair- 
man Campbell, in No. 18387, Hudson Valley Coke & Products 
Corporation vs. Boston & Maine et al., mimeographed, has found 
unreasonable and unduly prejudicial the rates on pig iron from 
Troy, N. Y., to destinations in New England, prescribed new 
ones to be effective not later than May 8 and awarded repara- 
tion. The complaint assailed rates from Troy to destinations 
on the New Haven, Central New England and Central Vermont 
as unreasonable and unduly preferential of competitors in Rhode 
Island, Massachusetts, Pennsylvania, and Maryland. 

The rates are to be made in accordance with a mileage 
scale which provides a rate of $2.65 per long ton, for distances 
of 125 miles and fewer; $2.85 for 160 miles; $3.05 for 200 miles 
and $3.25 for 240 miles. 

Manufacture of pig iron at Troy was begun in March, 1926, 
and prior to that time no pig iron was manufactured at that 
point. The only pig iron manufacturing point in New England 
is Everett, Mass., where manufactured pig iron was begun in 
September, 1926. Because much of the pig iron used in New 
England came in through the ports the rate structure largely 
reflected that fact. Rates on pig iron on the New Haven, the 
report said, were on a higher level than on the Boston & Maine. 
The scale of the latter was suggested for application on the 
rails of the carriers when rates were assailed. The complain- 
ant asserted that whether relief was granted by the establish- 
ment of a distance scale, a blanket rate, a group basis or by 
specific rates to selected points the rates acquired should reflect 
substantially the level which obtains under the Boston & Maine 
scale. It suggested that on that basis a blanket rate should not 
exceed $2.65. 

The New Haven desired the retention of destination group- 
ing of the rates. The Commission said that while it appreciated 
the desirability of permitting defendants to have some latitude 
in promoting competition among users of pig iron by continuing 
a group basis of rates, it could not disregard the fact that the 
shortest haul under the assailed rates was about 100 miles and 
that a blanket such as that advocated by the New Haven would 
extend over a distance of about 125 miles. The Commission 
said it believed a distance scale properly graded would afford 
a just and reasonable adjustment on this traffic, hence its pre- 
scription of the scale hereinbefore described by the giving of 
the rates for the distances mentioned in the report. 


SCRAP IRON DEFINITION 


It is the opinion of the Commission, expressed in the re- 
port, by division 3, in No. 17640, Wrought Washer Manufactur- 
ing Company vs. Pere Marquette et al., mimeographed (see 
Traffic World, January 28), that the situation disclosed in that 
report in respect of the application of scrap iron and steel 
rates, indicated, clearly, “the necessity of a revision of the 
present provisions with respect to scrap iron.” 

In substance, the report shows the scrap iron rates are ac- 
corded only to such consignees as have facilities for remelting 
what is called scrap and thereby bringing the material within 
the technical terminology of that part of the definition of scrap 
iron as iron having “value for remelting purposes only.” 

Complainant contended, among other things, that the 
tariff definition of scrap iron, in terms, was illegal in that it 
provided for different rates on the same commodity based upon 
the use to which the article was put after being transported. 
The Commission said that a similar contention had been con- 
sidered by it in many cases and found to be without merit. It 
said the rule merely purported to define the nature of the 
material shipped. Under a proper interpretation of the rule, as 
framed, the commercial use of a particular class of material for 
a given purpose, the report said, was a circumstance taken into 
consideration in determining whether the material fell within 
the definition. But, the report added, the rule did not provide 
for different rates between the same points on the same mate- 
rial dependent upon the use to which the material was put. 

As to the application of scrap iron rates the Commission said 
that if the consignee happened to be a steel mill equipped to 
remelt the material the scrap iron rate was applied but that if 
the consignee had not remelting facilities and put the material 
to some use which did not entail remelting, the scrap rate was 
not applied, although the material was identical in kind. 

“Such a method of determining the rates to be applied,” 
Says the report, “is clearly indefensible. There can be but one 
applicable rate on like shipments of the same commodity be- 
tween the same points.” 

; However appropriate the definition of scrap may have been 
originally, when much of the material now used commercially 
for further manufacture without being remelted was perhaps 





regarded purely as waste and suitable only for remelting, it 
now appeared that there was little, if any, material which, in a 
strict sense, could be regarded as having value for remelting 
purposes only, said the Commission. Examples were given to 
show the uses to which what was formerly remelted was now 
put, without remelting. One mill, for instance, buys locomotive 
tires, reheats them and rolls them into various shapes of man- 
ufactured steel. Fagoting is a process for binding scraps of 
steel together and then rolling the bundles into billets. 

The complainant buys crop or fish-tail ends of iron and 
steel plates, skelp, strip steel, crop ends of sheet bars, dis- 
mantled boiler and floor plates, mill warmer and waster sheets 
in Illinois, Pennsylvania, West Virginia and Central Freight 
Association territory, ships them to Milwaukee and converts 
them into wrought washers. In some instances it reheats and 
rolls the scrap ends so as to reduce them to the proper thick- 
ness. While the reheating softens the scraps it does not re- 
melt them. The Commission says that the process used does 
not bring the materials within the definition of scrap iron as 
carried within the tariffs. After punching the washers out of 
the crop ends the complainant sells what is left as skeleton 
scrap. The Commission described each of the sorts of metal 
embraced within the shipments before coming to the conclusion 
that scrap rates did not apply because of the terminology of 
the definition. In disposing of the case, the Commission, in 
part, said: 


The situation disclosed clearly indicates the necessity of a re- 
vision of the present tariff provisions with respect to scrap iron. 
Upon this record, which relates to only a few of the innumerable 
classes of material which might be affected, we are not prepared to 
prescribe the exact manner in which such revision should be accom- 
plished, but defendants will be expected to give prompt consideration 
to the matter, and the following rule is tentatively suggested as a 
basis for such consideration: 

“Rates apply on pieces of iron or steel, separate or combined 
and in their original form or otherwise, which are chiefly valuable 
for remelting or fagoting, which can not be damaged by breakage, 
and which can be transported in open cars without damage from 
exposure: Provided, however, that these rates will not apply on iron 
or steel which, although chiefly valuable for remelting purposes, is 
in the form of raw or unfinished material for which other rates 
are specifically SS. ir cance 

Apparently defendants’ position is that no single general defini- 
tion or description can be devised to cover all of the kinds of iron 
and steel received by complainant, and that since scrap iron, as 
defined in the tariffs, is generally accorded the same rates as billets, 
any finding which would accord reasonable rates on shipments of 
the character under consideration would virtually eliminate from 
the definition of scrap iron the phrase “having value for remelting 
purposes only.” 

We have previously adverted to the unlawful manner in which 
apparently this definition is being applied by defendants and the 
necessity for a revision thereof in order to more accurately describe 
the traffic intended to be covered. The fact that such a revision 
may be attended with difficulty is no justification for denying to 
complainant reasonable rates. 

Our finding as to the reasonableness of the rates assailed will 
necessarily be confined to the particular classes of material here 
under consideration, but is not to be construed as preventing the 
establishment of the billet rates on other iron or steel material of 
like or similar nature, or as modifying the tariff provisions with 
respect to mixed carloads of articles taking the billet rates. 

We find that the rates assailed on the articles under considera- 
tion, viz., crop ends or fish-tail ends of iron or seel plates, skelp, and 
strip steel, including skelp and strip steel less than 10 feet long; old 
and imperfect ae on of dismantled boilers; old and imperfect dis- 
mantled floor plates; mill-warmer and waster sheets; and crop ends 
of unfinished sheet bars, all being articles which can be transported 
in open cars without damage from exposure, in carloads, were, are, 
and for the future will be, unreasonable to the extent that they 
exceeded, exceed, or may exceed the rates contemporaneously in 
effect on billets, in carloads, from the same points to Milwaukee. 


Rates on the articles in question are to be revised in ac- 


cordance with the finding not later than March 21, on not less 
than five days’ notice to the Commission and to the public. 


SULPHURIC ACID RATES 


The Commission, by division 3, has dismissed No. 18557, 
United Zinc Smelting Corporation vs. Baltimore & Ohio et al., 
mimeographed, finding rates on sulphuric acid in tank carloads 
from Moundsville, W. Va., to destinations in Pennsylvania, Ohio, 
and West Virginia not unreasonable or otherwise unlawful. 


BUILDING BRICK RATES 

A finding of unreasonableness and an award of reparation 
have been made in No. 19476, Mingo Lime & Lumber Co. vs. 
Norfolk & Western, mimeographed, as to the rates on building 
brick from Portsmouth, Sciotoville, and Coal Grove, Ohio, to 
Williamson, W. Va. The Commission, by division 4, has found 
the rates assailed unreasonable to the extent they exceeded 
$2.10 from Portsmouth to Williamson, $2.10 from Sciotoville to 
Williamson, and $1.80 from Coal Grove to that point, and 
awarded reparation to that basis. Reparation was sought, the 
carrier having revised the rates in accordance with the Com- 
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mission’s decision in Good Construction Co. vs. N. & W., 115 
I. C. C. 629. 


NEWSPRINT STORAGE. CHARGES 


The Commission, by division 3, has dismissed No. 18348, 
Star Co. vs. New York Central et al., mimeographed, finding the 
storage charges on newsprint paper, carloads, at East River 
Piers, 4 and 37, New York, N. Y., not unreasonable or other- 
wise unlawful. 


METAL DRUM RATES 


The Commission, by division 3, in I. and S. No. 2952, barrels 
or drums, iron or steel, carloads, from northern points, also 
Memphis and Nashville, Tenn., to the Mississippi Valley, mime- 
ographed, has found not justified, with exception, the proposed 
increased rates on the commodities to and from the points 
mentioned. The finding is without prejudice to the filing of 
schedules naming the proposed rates as applying on new iron 
or steel barrels or drums U. S. standard gauge No. 19 or thicker, 
for application on new iron or steel barrels or drums of any 
thickness, minimum 13,000 pounds per standard car, subject to 
Rule 34 of the Consolidated Classification, and further, without 
prejudice to the establishment of the proposed sixth class rates 
on old iron or steel barrels or drums of any thickness. 

Protestants, manufacturers of metal containers, said that 
price was a big factor in the purchase of barrels or drums and 
that if the proposed increases in rates from central territory to 
New Orleans and group were allowed to become effective they 
would force increases in prices averaging about 18 cents per 
medium sized barrel. They said that under the existing rates 
the New Orleans manufacturer had an advantage. They further 
declared, according to the report, that empty containers had 
always been rated low, due to the fact that they were intended 
for the transportation of freight and that they were not low in 
comparison with other shipper containers. They also said that 
tin cans were comparable with steel drums on account of their 
similar use as shipping containers. 

Seemingly as an answer to that the report said that in 
Consolidated Southwestern Cases, 123 I. C. C. 203, the Commis- 
sion had prescribed a rate applicable on tin or sheet iron cans 
and sheet iron drums, for 708 miles, the distance from St. Louis 
to New Orleans, of $1.07, which was 25 cents higher than that 
proposed from and to those points in the instant case. 


ASSOCIATION EMPLOYE STATUS 


The Commission, by division 1, in Ex Parte 72 (sub. No. 1), 
in the matter of regulations concerning the class of employes 
and subordinate officials that are to be included within the term 
“employe” under the railway labor act, opinion No. 12855, 136 
I. C. C. 321-3, has decided that the work of the Trunk Line 
Association employes is such that it brings them within the 
term “employe” as used in the railway labor act. It has issued 
an order saying “that the work defined as that of an employe 
or subordinate official in orders of this commission now in 
effect be, and it is hereby interpreted as including the work of 
employes of the Trunk Line Association and as bringing the 
employes performing the work of said association within the 
term ‘employe’ as used in the railway labor act.” 

This amendment is the result of a petition of the Brother- 
hood of, Railway and Steamship Clerks, Freight Handlers, Ex- 
press and Station Employes requesting the Commission to 
amend or interpret its orders defining and classifying employes 
and subordinate officials to include and determine the status of 
certain of the personnel of the Trunk Line Association under 
paragraph 5 of section 1 of the railway labor act. That act 
makes the determination of the Commission controlling in the 
classification of employes for the purposes of that act. 

In its report the Commission said the association was ex- 
clusively in the service of the eastern trunk line carriers and 
performing work for them. It said the character of the work 
was the same as that ordinarily performed by employes or sub- 
ordinate officials of common carriers and which the carriers 
otherwise had to perform individually in order to render ade- 
quate transportation service. It said that the member carriers 
through their executive officers who formed the Trunk Line 
Association committees had sole and continuing authority to 
supervise and direct the personnel of the association in all 
matters relating to the rendition of services. 


LOG RATES AND MINIMUM 

The Commission, by division 4, in No. 18859, Crook, Son & 

Co. vs. Pere Marquette et al. (mimeographed), has found the 
minimum weight of 40,000 pounds on logs from Lawton, Pull- 
man, Marcellus, and Pine Grove, Mich., to Hicksville, O., not 
unreasonable or otherwise unlawful. It has found the rates 
charged on logs from Pullman, Marcellus and Pine Grove to 
Hicksville inapplicable and directed the refund of overcharges. 
The Commission found the sixth class rate, 18.5 cents, charged 
on one carload of logs from Paw Paw, Mich., to Hicksville un- 
reasonable to the extent it exceeded 14.5 cents and awarded 
reparation to the basis of the lower rate. It has found a rate 
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of 14.5 cents charged on 16 carloads of logs from Paw Pay, 
Lawton and Lawrence, Mich., to Hicksville not unreasonable or 
unjustly discriminatory. This report also covers a sub-number 
of the title complaint, Same vs. Same. 


SCRAP IRON REPARATION 


A finding of unreasonableness and an award of reparation 
have been made by the Commission, division 4, in. No. 18858, 
United Iron, Metal & Supply Co. vs. Chicago & Illinois Midland 
et al. (mimeographed), as to the rates charged on scrap iron 
from Picher, Okla., to Acme, IIl., in 1922. The Commission 
found the rate unreasonable to the extent it exceeded 29 cents, 
the aggregate of the intermediates. 


COAL CASE DISMISSED 


The Commission, by division 4, has dismissed No. 18815, Ira 
Casterline, Inc., vs. Erie et al. (mimeographed), finding rates on 
coal from the anthracite district of Pennsylvania to South Og. 
densburg, N. J., not unreasonable or unduly prejudicial. Com- 
missioner Eastman, concurring, said he thought the basic ques. 
tion here was whether the present destination groups were too 
large. He said he was inclined to believe that they were too 
large, but that the record did not deal adequately with that 
matter and that the Commission could hardly undertake, upon 
this record, to adjust the group boundaries or to create new 
groups. 


LINSEED OIL RATE 


The Commission, by division 4, has dismissed No. 18767, 
Florman Manufacturing Co. vs. Rock Island et al. (mimeo. 
graphed), finding that the rate charged on a tank-carload of 
linseed oil from Minneapolis, Minn., to Pueblo, Colo., in June, 
1926, was applicable. It said that the tariff admitted of no 
interpretation other than that a rate of 75 cents was the ap- 
plicable one. 


STARCH RATE CASE 


The Commission, by division 4, has dismissed No. 17653, 
A. E. Staley Manufacturing Company vs. Wabash et al., mimeo- 
graphed, finding the rate on starch, carloads, from Decatur, 
Ill., to Lanett, Ala., West Point and La Grange, Ga., not un- 
reasonable, unjustly discriminatory or unduly prejudicial. This 
report also covers parts of 4th section applications Nos. 2056, 
1024, 2138 and 1021. In fourth section order No. 9733 the de- 
fendants were authorized to maintain over their circuitous route 
from Decatur to Atlanta the same rate as might be maintained 
on like traffic over the direct route from and to the same points, 
and to maintain a higher rate from Decatur to the intermediate 
points provided that the present rate to the intermediate points 
should not be increased except as hereafter might be author. 
ized by the Commission. 


COAL REPARATION 


The Commission, by division 4, in No. 19005, A. J. Airis 
Estate vs. Chicago, Milwaukee & St. Paul, mimeographed, has 
found unreasonable a class D rate of 18.5 cents assessed on a 
carload of bituminous coal shipped from Duluth, Minn., to Eau 
Claire, Wis., in 1925, to the extent it exceeded a rate of $2.67 
per ton, and awarded reparation. 


RAG RATE NOT UNREASONABLE 


An order of dismissal has been made in No. 18954, B. F. 
Nelson Manufacturing Co. vs. Chicago, St. Paul, Minneapolis & 
Omaha et al., mimeographed, the Commission, by division 4, 
finding the carload rate on rags from New Orleans, La., to 
Minneapolis, Minn., not unreasonable. It found an overcharge 
on one of the eleven cars involved in the complaint, which it 
directed to be refunded. 


BRICK RATE UNREASONABLE 


The Commission, by division 4, in No. 18447, Acme Brick 
Co. vs. Houston & Texas Central et al. (mimeographed), has 
found unreasonable a rate of 21.5 cents charged on a carload of 
brick shipped from Butler Spur, Tex., to Monroe, La., in July, 


a to the extent it exceeded 20.5 cents, and awarded repara- 
ion. 


RATES ON RAGS 

The Commission, by division 4, has dismissed No. 18937, 
Levene’s Sons vs. Pennsylvania et al. (mimeographed), finding 
the rates on one carload and eight less-than-carload shipments 
of rags from Baltimore and Jackson Wharf, Md., and Phila- 
delphia, Pa., to Binghamton and Johnson City, N. Y., not unrea- 
sonable or unduly prejudicial. 


AUTOMOBILE REPARATION 
The Commission, by division 4, in No. 18868, G. A. Fulton 
vs. Northwestern Pacific et al. (mimeographed), has found un- 
reasonable the rate on a carload of automobiles from Milwaukee, 
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Wis. to Eureka, Calif., to the extent it exceeded $4.50 and 
awarded reparation to that basis. The shipment was made in 
December, 1925. The complainant, the report said, relied prin- 
cipally upon the decision in Erikson vs. Ann Arbor, 102 I. C. C. 
974, As a result of the decision in that case a rate of $4.50 
was established to Eureka, the same as to coast group points. 
It, however, was not applicable over the Western Pacific, over 
the rails of which this shipment was moved. The Western 
Pacific was not a defendant in the Erikson case. 


CORE SAND RATES 

The Commission, by division 4, in No. 18054, Manufacturers’ 
Foundry Co. vs. New Haven et al., mimeographed, has found 
unreasonable the rates on core sand, carloads, from Onset and 
Wareham, Mass., and Pontiac and Bellefonte, R. I., to Water- 
pury, Conn., prescribed new ones and awarded reparation. It 
found the rates unreasonable to the extent they exceeded, ex- 
ceed or might exceed 11 cents from Onset and Wareham, and 
95 cents from Pontiac and Bellefonte and awarded reparation 
to that basis. The new rates are to be established not later 
than March 26. 


MACHINERY RATE APPLICABLE 


The Commission, by division 4, has dismissed No. 18269, 
Howard Kenyon Dredging Co. vs. Houston East & West Texas 
et al., mimeographed, finding that the rate applicable on ma- 
chinery rather than the rate applicable on structural iron and 
steel to have been properly charged from Cooper, Tex., to 
Addis, La., and from Aransas Pass, Tex., to Atkins, La., on 
carloads of knocked-down parts of machinery used for dredging 
and excavating purposes. The excavating machines were dis- 
mantled and many of the parts came within the ordinary under- 
standing of what constituted structural iron and steel. The 
Commission found, however, that among the parts were cast- 
ings which ordinarily would be rated as parts of machinery. 
It said the record did not establish that these shipments were 
entitled to be shipped as structural iron and steel -or that the 
rates were unreasonable. 


FRESH FISH MINIMUM 


The Commission, by division 4, in No. 18148, New Fisheries 
Company vs. Big Four et al., mimeographed, has found unrea- 
sonable the minimum weight, in connection with the rate fac- 
tor south of Chicago, Ill., on fresh fish, carloads, from Duluth, 
Minn., and Superior, Wis., to Cincinnati, O., prescribed a new 
one and awarded reparation. It found that the minimum in 
question was unreasonable to the extent it exceeded, exceeds or 
may exceed 20,000 pounds. That minimum is to be established 
not later than March 26. 


CRUSHED SLATE RATE 


A finding of unreasonableness and an award of reparation 
have been made in No. 19377, Certain-teed Products Corpora- 
tion vs. Delaware & Hudson et al., mimeographed, as to a rate 
on crushed slate from Middle Granville, N. Y., and Poultney, 
Vt., to Marseilles, Ill. The Commission, by division 4, found a 
sixth class rate of 50.5 cents unreasonable to the extent it ex- 
ceeded a rate of 31.5 cents per 100 pounds plus a diversion 
charge of $2.70 per car and awarded reparation to that basis. 
The rate of 31.5 cents was that in effect on crushed slate from 
the Bangor, Pa., district to Marseilles. After the shipment 
moved, a rate of $4.99 per net ton was put into effect. 


BASKET TOP RATE 


The Commission, by division 4, in No. 19371, Liberty Coop- 
erage and Lumber Company vs. Michigan Central et al., mime- 
ographed, has found unreasonable the rate on a carload of bas- 
ket tops shipped from Benton Harbor, Mich., to North East, Pa., 
in 1924, to the extent it exceeded a rate of 28 cents and awarded 
reparation. 


HAY RATES JUSTIFIED 


The Commission, by division 3, in I. and S. No. 2961, hay 
between points in Texas and between points in Texas and points 
in Arkansas and Louisiana (mimeographed), has found justified, 
with exceptions, the proposed increased and reduced interstate 
rates on hay within the territorial scope mentioned except as 
they result in violations of the fourth section and in unjust dis- 
crimination against interstate commerce. The suspended sched- 
ules have been ordered canceled without prejudice to the filing 
of new ones in accordance with the views expressed. The Com- 
mission said the suspended rates were the same as those pre- 
scribed in Oklahoma Corporation Commission vs. A. & S., 101 
I. C. C. 116, wherein the Commission prescribed a maximum 
Scale from points in Oklahoma to destinations in Texas begin- 
ning with 8 and 11 cents for single and joint-line hauls, respec- 
tively, of 10 miles and extending beyond 800 miles, where it 
reached a maximum of 44 cents, plus differentials, ranging from 
1 cent for 25 miles to 9 cents for more than 400 miles for move- 
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ment west of Texas common point territory. The rate of pro- 
gression used in that scale for the last 300 miles was used in 
arriving at the rates for distances in excess of 800 miles in the 
suspended scale. 

Upon protest of the Fort Worth Grain and Cotton 
Exchange, Fort Worth Freight Bureau, Fort Worth Cham- 
ber of Commerce, Shreveport Chamber of Commerce, Elephant 
Butte Alfalfa Association, Texas Grain Dealers’ Association, 
Toyah Valley Alfalfa Association, West Texas Chamber of 
Commerce, and the El Paso Freight Bureau, the schedules 
were suspended. The protestants pointed out that under the 
scale proposed there were fourth section violations on ship- 
ments from Las Cruces, N. M., to Hope, Ark., to which Fort 
Worth and Sulphur Springs were intermediate, and from Las 
Cruces to Monroe, to which Shreveport, La., and Marshall, Tex., 
were intermediate. The report points out that under the scale 
some of the rates in Texas would be much lower than for like 
hauls to Shreveport. 

The Commission said that the conclusion in this case was 
without prejudice to any changes that might result from the 
investigation in No. 17000, part 10, Hoch-Smith hay. 


SAND AND GRAVEL RATE 


A finding of unreasonableness and an award of reparation 
have been made in No. 19382, Fordson Coal Company, Inc., vs. 
Norfolk & Western, mimeographed, as to a rate of $1.39 per 
net ton, on sand and gravel from Kenova, W. Va., to Stone, 
Feg, McVeigh, and Hardy, Ky. The Commission found the rate 
was unreasonable to the extent it exceeded $1.26 to Stone, Peg, 
McVeigh, and $1.13 to Hardy. Rates such as were sought by 
the complainant were established on June 1, 1927. 


COTTON SEED RATES 


The Commission, by division 3, in No. 18372, Texarkana 
Cotton Oil Company vs. De Queen & Eastern et al., mimeo- 
graphed, has found unreasonable the rates on cotton seed, car- 
loads, from various points in Louisiana and Arkansas to Texar- 
kana, Ark.-Tex., and awarded reparation. It found the assailed 
rates unreasonable to the extent they exceeded those prescribed 
in Oklahoma Corporation Commission vs. A. & S., 98 I. C. C. 
183, commonly called the 14150 scale. The rates sought were 
those prescribed in Railroad Commission of Louisiana vs. A. 
H. T., 48 I. C. C. 312, the so-called Shreveport scale as modified 
by the general increases and reductions since then. 


LUMBER CASE DISMISSED 
The Commission, by division 4, in No. 17604, Alexandria 
Chamber of Commerce vs. Missouri Pacific et al.,-mimeographed, 
has found rates on lumber and articles taking the same rates, 
carloads, from Alexandria, La., to Beaumont, Orange, and Port 
Arthur, Tex., not unreasonable or otherwise unlawful, and has 
dismissed the complaint. 


GALVANIZED SHEET IRON RATE 


The Commission, by division 4, has dismissed No. 19090, 
Northern Casket Company vs. Ann Arbor et al., mimeographed, 
finding the rate on galvanized sheet iron, carloads, from Mid- 
dletown, Ohio, to Fond du Lac, Wis., not unreasonable. 


RATES ON POTATOES 


An order of dismissal has been entered in No. 19662, Bacon 
Brothers vs. Indiana Harbor Belt et al., mimeographed, the 
Commission, by division 4, finding that the rates charged on 
potatoes from designated points in Wisconsin and Minnesota to 
Horse Cave, Bowling Green and Russellville, Ky., in 1925, were 
applicable. 


ELM HOOP RATE 
The Commission, by division 4, has dismissed No. 18828, 
Liberty Cooperage and Lumber Company vs. Wabash et al., 
mimeographed, finding not unreasonable the rate on elm hoops, 
carloads, from Montpelier, Ohio, to Pittsburgh, Pa., applied on 


shipments in 1925. Sixth class was imposed. 


BURLAP BAG RATES 


The Commission, by division 4, has dismissed No. 18712, 
Memphis Freight Bureau for M. M. Bosworth Company vs. Bur- 
lington et al., mimeographed, finding the carload rates on sec- 
ond-hand burlap bags from Seattle and Tacoma, Wash., San 
Francisco, Calif., and Portland and Albina, Ore., to Memphis, 
Tenn., not unreasonable or otherwise unlawful. 


RADIO SETS AND SPEAKERS 


The Commission, by division 4, has dismissed No. 19496, 
Harger & Blish et al. vs. Chicago, Milwaukee & St. Paul et al., 
mimeographed, on a finding that the charges on a mixed car- 
load of radio receiving sets and radio loud speakers, from Nice- 
town, Pa., to Des Moines, Ia., and on a carload of radio receiv- 
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ing sets from New York, N. Y., to Omaha, Neb., in 1925, were 
not unreasonable. ; 


COCOANUT STEARINE REPARATION 


The Commission, by division 4, upon reconsideration in No. 
15394, Best Foods, Inc., vs. Central of New Jersey et al., mime- 
ographed, has modified the finding in its former report, 120 
I. C. C. 169, that ratings and rates on cocoanut stearine, car- 
loads and less than carloads, from Bayonne, N. J., to destina- 
tions in Official Classification territory had not been shown to 
have resulted in unreasonable charges in the past. It has now 
awarded reparation on shipments since October 27, 1923. The 
original report in this case is in 98 I. C. C. 331. 


YELLOW PINE MISROUTED 

The Commission, by division 4, in No. 18956, Pine & Cypress 
Manufacturing Company vs. Norfolk & Western et al., mime- 
ographed, has found that a carload of yellow pine lumber 
shipped from Morton, Miss., to Roanoke, Va., and reconsigned 
from that point to Richmond, Va., in 1922, was misrouted by 
the Norfolk & Western and has awarded reparation to the basis 
of a rate of 33 cents plus the reconsignment charge. 


CEDAR CIGAR BOX LUMBER RATE 


The Commission, by division 4, has dismissed No. 19686, 
Enterprise Box Company vs. Southern Pacific et al., mimeo- 
graphed, finding that the rail-and-water rate charged on a Car- 
load of cedar cigar box lumber from Nogales, Ariz., to Tampa, 
Fla., was applicable. A rate of 97 cents was imposed. The 
complainant contended that a rate of 91 cents was properly 
applicable through the use of the Jones combination rule. The 
Commission said a rail-and-water shipment was not a continu- 
ous rail shipment within the meaning of the Jones tariff and 
that the combination rule was not applicable to the shipment 
here considered. 


WOOL CASE DISMISSED 


The Commission, by division 2, in a report written by 
Chairman Campbell, has dismissed No. 18360, Public Service 
Commission of the State of Wyoming vs. Baltimore & Ohio et 
al., mimeographed, on a finding that the rates on wool in the 
grease, in sacks, carloads, from points in Wyoming to Boston, 
Mass., Baltimore, Md., New York, N. Y., Philadelphia, Pa., and 
points taking the same rates are not unreasonable or otherwise 
unlawful. 


PETROLEUM REVISION ORDERED 


A revision of the rates on petroleum and petroleum prod- 
ucts from Point Breeze (Philadelphia), Pa., to Newark Center, 
Del., and from Marcus Hook, Pa., to points in Delaware and 
Maryland has been ordered to be made not later than May 8, 
in No. 17810, Sun Oil Company vs. Pennsylvania et al., mimeo- 
graphed. The Commission, by division 2, in a report written 
by Chairman Campbell, said the Commission should find the 
rates unreasonable, prescribe new ones, and award reparation. 
The rates ordered to be established are not to exceed the 
following: 


From Marcus Hook, Pa., 12.5 cents to Iron Hill and Elkton, Md., 
and TRompson, Del.; 13 cents to Bacon Hill and North East, Md., 
13.5 cents to Charleston, Md.; 14 cents to Principio, Perryville, and 
Frenchtown, Md.; 14.5 cents to Quarry, Tome Institute, Port Deposit, 
Rock Run, and Canal, Md.; 15 cents to Octoraro, Sylmar, Cromley’s 
Mountain, Rowlandville, Rising Sun, Liberty Grove, and Conowingo, 
Md.; and 15.5 cents to Colora, Md.; and from Point Breeze, Phila- 
delphia, Pa., to Newark Center, Del., 14 cents. 


This report also covers No. 17301 (sub. No. 1), Atlantic 
Refining Company vs. Pennsylvania et al. 


COMMISSION ORDERS 

No. 13413, in the matter of automatic train control devices. 
Petition filed herein January 24, 1928, by Chicago & Alton for 
modification of Commission’s order of January 10, 1922, in the 
particulars specified therein and for an extension of time to 
July 1, 1928, granted. 

_ Finance No. 6605, in the matter of application of the Texas- 
New Mexico Railway for a certificate of public convenience and 
necessity authorizing it to construct and operate a line of rail- 
road in Ward and Winkler counties, Texas. Wink Townsite 
Co, permitted to intervene. 

No. 18136, Jackson Traffic Bureau vs. Alabama & Vicksburg 
et al. Order entered herein on December 6, 1927, which was 
by its terms made effective on March 5, 1928, has been further 
modified so that it will become effective on April 3, 1928, 

No. 20145, interstate rates on petroleum products to points 
in Colorado and Utah, and No. 18590, Hy-Power Gasoline Co. 
vs. Denver & Rio Grande Western et al. No. 18590 is reopened 
for further hearing and consolidated with No. 20145, and as- 
signed for hearing February 9, ten o’clock a. m., standard time, 
at the United States Court Rooms, Salt Lake City, Utah, and 
February 13, ten o’clock a. m., standard time, at the rooms of 
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the Public Utilities Commission, Denver, Colo., before Exam. 
iner Sharp. 


No. 15230, E. Rauh & Sons Fertilizer Co. vs. Akron, Canton 


& Youngstown et al. The effective date of the order entered 
in this proceeding, on November 1, 1927, as subsequently mogj- 
fied, has been postponed until further order of the Commission, 

No. 20449, Walter Verhalen Co. et al. vs. Santa Fe et al. 
California Pine Box Distributors permitted to intervene. 

No. 20306, Baltimore Assn. of Commerce et al. vs. American. 
Hawaiian Steamship Co. et al. State Corporation Commission 
of Virginia permitted to intervene. 

No. 20348, Arcady Farms Milling Co., Inc., vs. Burlington, 
Minneapolis Traffic Assn. permitted to intervene. 

No. 20372, Cady Lumber Corp. et al. vs. Apache Ry. et aj. 
California White and Sugar Pine Manufacturers’ Assn. and 
California Pine Box Distributors permitted to intervene. 

No. 20425, Cicero Smith Lumber Co. vs. Santa Fe et al, 
Colorado and New Mexico Coal Operators’ Assn. permitted to 
intervene. 

No. 12494, Skinner Mfg. Co. vs. Direcor-General, as agent, 
Burlington, et al. The report entered in this proceeding on 
October 11, 1927, has been modified by striking out of the last 
paragraph on page 175, and inserting in lieu thereof, the fol- 
lowing: 

Our report in No. 12494 is accordingly modified and the order 
will be vacated as of April 3, 1928. Inasmuch as the rates herein found 
reasonable are to become effective April 3, 1928, no order for the 


future is necessary. The complaints in Nos. 15590 and 15866 will be 
dismissed. 


No. 15916, the Spanish River Pulp and Paper Mills, Ltd, 
et al. vs. Ahnapee & Western et al. The order heretofore en- 
tered in this proceeding on June 28, 1926, as since affirmed and 
as modified from time to time by postponement of the effective 
date thereof, has been vacated and set aside, and complaint 
dismissed. 

No. 16672, Brownell & Field Co. vs. New Haven et al. The 
effective date of the order entered in this proceeding on No- 
vember 14, 1927, has been postponed to February 20, 1928. 

No. 20171 (and Sub. 1), Loose-Wiles Biscuit Co. vs. Eastern 
Steamship Lines, Inc., et al. The Biscuit and Cracker Manuv- 
facturers’ Assn. of U. S. of America; Union Biscuit Co. of St. 
Louis; Schust Co. of Saginaw, Mich.; Independent Baking Co. 
of Davenport, Ia.; Tru Blue Biscuit Co. of Spokane, Wash; 
Merchants Biscuit Co. of Denver, Colo.; and Sawyer Biscuit 
Co. of Chicago, Ill., permitted to intervene. 


PETITIONS FOR REHEARING, ETC, 


No. 16133, Jackson Traffic Bureau, for Hannah Distributing 
Co., et al., vs. Alabama & Vicksburg et al. Defendants petition 
for oral argument, reopening and/or reconsideration, rehearing 
and postponement of order. 

No. 13569, Southeastern Sugar Investigation. Southern rail 
carriers named as defendants or respondents herein, petition 
for reconsideration and for modification of findings and order, 

No. 16133, Jackson Traffic Bureau for Hanna Distributing 
Co. et al. vs. Alabama & Vicksburg et al. Petition of southern 
carriers for rehearing and postponement of effective date of the 
order. 

No. 17956, Henry Marble Co. vs. Wabash et al. and asso- 
ciated cases. The Sunderland Brothers Co. of Omaha, Neb., 
intervener therein, petitions the Commission to reopen for re 
consideration and/or modification of its decision of Dec. 12, 
1927. 

No. 16979, Humble Oil and Refining Co. vs. Chicago, 
Rock Island & Gulf et al. Defendants petition for reconsidera- 
tion by division 3 of the Commission, or, in the event of a 
denial thereof, for reconsideration by the entire Commission. 

No. 17552, Milne Lumber Co. vs. New York Central et al. 
Complainant petitions for reopening therein. 

No. 15806, Lehigh Portland Cement Co. vs. Aberdeen & 
Rockfish et al. The American Short Line Railroad Association, 
for and on behalf of short lines members thereto, petitions that 
they be allowed the same special treatment, and an order be 
issued giving them authority to charge in addition to the scale 
of rates prescribed for the standard railroads, the 2 cents as 
accorded the other short lines in the same territory. 

No. 11864, Oklahoma Paper Co. et al. vs. John Barton Payne, 
Director-General of Railroads, as agent, et al., and No. 17208, 
Oklahoma Sash and Door Co. et al. vs. Santa Fe et al. Com- 
plainants petition for reopening of the above entitled cases it 
so far as they relate to rates on prepared roofing, etc. 

No. 18631, Griess-Pfleger Tanning Co. vs. Central Vermont 
et al. Complainant petitions for reargument therein. 


—_—_—— 


CHANGES IN DOCKET 


Hearing in No. 20078, the Port Utilities Commission of 
Charleston, S. C., vs. B. & C. S. S. Co. of Baltimore City, as 
signed for February 4, at Charleston, S. C., before Examiner 
McChord, was postponed to a date to be hereafter fixed. 

I. and S. 3037 (third supplemental order), elimination of 
routing on grain from western territory to New Orleans, La. 
and points on N. O. & N. E. R. R., was set for hearing at Mem- 
phis, February 1. 
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NATURAL GASOLINE RATES 


Examiner John T. Money has recommended the dismissal 
of No. 17280, Lone Star Gas Co. vs. Alabama & Vicksburg et al., 
on a finding that the rates and the bases for calculating weights 
on natural gasoline, in tank cars, from Petrolia, Gordon, and 
Brazos, Tex., to Pittsburgh, Franklin, and Point Breeze, Pa., 
are not unreasonable. That finding, however, he said, should 
be without prejudice to any different conclusion that might be 
reached in No. 18458, General Petroleum Investigation. 

The complaint alleged that the rates charged on 452 car- 
joads, shipped between June 1, 1923, and April 1, 1924, were 
unreasonable and in violation of the fourth section. It asked for 
rates for the future and reparation. At the hearing, the com- 
plainant, the report said, waived rates for the future so as to 
leave them to be fixed in the general investigation. 

Complainant contended, said Money, that the rates were 
unreasonable to the extent they exceeded from each of the 
points of origin, in the Ranger and Burkburnett groups, 60 cents 
to Pittsburgh and Franklin and 66 cents to Point Breeze, the 
latter a Philadelphia rate point, and Philadelphia, in many cases, 
taking 6 cents over Pittsburgh. It was contended that in a 
part of the period a combination of 63 cents, instead of the 
one of 64 cents that was applied, was applicable, and should 
have been assessed on about 120 carloads. Money said the 
record showed that those shipments did not move through the 
Chicago gateway and that the 63-cent combination was limited 
to routes through Chicago. He said it was customary to have 
the lowest combination via any Mississippi crossing or Chicago 
applicable via any route, but that in this instance the 63-cent 
combination was limited to routes through Chicago gateways. 
That adjustment, Money said, was not in violation of the fourth 
section, as alleged. 

The contention that 60 cents should be assessed was based, 
Money said, on the fact that a rate of 60 cents was prescribed on 
naphtha and gasoline, in the complaint period, from Hodge, Tex., 
to Blue Creek, W. Va., in Transcontinental Oil Co. vs. A. & V., 
96 I. C. C. 186, Blue Island being a point frequently taking 
Pittsburgh rates. 

The complainant called attention to several cases in which 
the Commission prescribed rates from the mid-continent groups 
in Texas and Oklahoma to destinations in central and Western 
Trunk Line territories that yielded lower earnings than the 
rates assailed. Money, however, said that that did not demon- 
strate the unreasonableness of the rates in this case. 


Attack was made against the practice of the carriers using 
6.6 pounds per gallon, the estimated weight on the ordinary 
sort of gasoline, in calculating the weight of natural or casing- 
head gasoline. The complainant said that the gravity, shown 
on each bill of lading, made it possible to know the exact weight 
of the load, the weight running about 5.5 pounds per gallon. 
Reparation of about $35,000 was prayed on account of the ex- 
cessive weights used in calculating the charges on the ship- 
ments involved. 


Money said the question about the estimated weight was 
considered in another case, but that the Commission refused 
to find the rates unreasonable notwithstanding the fact that 
the charges had been based on an estimated weight in excess 
of the actual weight of the shipments. The quetsion, he said, 
was also presented for consideration in the general investigation. 


BUNKER ICE AND SALT CASE 


Examiner Paul O. Carter, in a report on No. 16570, Joint 
Council of the International Apple Shippers’ Association et al. 
vs. New Haven et al., has recommended that the Commission 
find in violation of section 6 of the interstate commerce act the 
New Haven’s tariff, I. C. C. No. F-2642, and reissues thereof, in 
80 far as they do not contain specific charges for ice and salt. 
They offer to provide ice and salt at points other than those 
named in the tariffs at cost. At the other points they offer to 
furnish ice at $4 per ton and salt at 75 cents per 100 pounds. 
Those are the prices carried in Dearborn’s perishable protective 
tarriff I. C. C. No. 1, to which the New Haven is not a full con- 
curring party. 


The examiner said that the provisions of that tariff, sup- 
Dlements thereto and reissues thereof, and the New Haven’s 
tariff I. C. C. No. F-2642, dealing with rules and charges for 
furnishing ice and salt in bunkers of cars containing fruits and 
vegetables located on the defendants’ terminal team tracks in 
New England should be found not unreasonable, unjustly dis- 
criminatory or unduly prejudicial. A like finding, he said, should 
€ made as to the defendants’ failure to concur in section 4 
of Dearborn’s I. C. C. No. 1. The complaint alleged failure to 
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concur resulted in a practice that was unreasonable, unjustly 
discriminatory, or unduly prejudicial. 

This report also covers I. and S. No. 2867, icing of perish- 
able commodities at points on the New York, New Haven & 
Hartford. 

The failure of the defendants, the New Haven and the 
Central New England, to specify the amounts that would be 
charged for ice and salt put into the bunkers of cars after they 
arrived at the terminals, the complainants alleged, resulted in 
charges in excess of $4 per ton for ice and 75 cents per 100 
pounds for salt to be furnished for the protection of the lading 
in the cars after their arrival. 

The complaint alleged that those parts of the Dearborn 
tariff which said that the tariffs of the defendants would take 
precedence over the rules and charges in section 4 of the Dear- 
born tariff were unlawful. 

After two hearings had been had on the formal complaint 
the defendants published New Haven I. C. C. No. F-2888, in 
which they proposed a charge of $7 per ton for ice at all des- 
tinations on their lines except Boston, Harlem River, Maybrook 
and Midway, at which points the charge of $4 was continued. 
The schedules, upon protest of the complainants were sus- 
pended and the suspension case was disposed of in connection 
with the formal complaint. 

The examiner said the defendants had not justified their 
proposal in respect of ice. He added that it was to be hoped 
that, in the interest of uniformity, the defendants would concur 
in the perishable protective tariffs in their entirety, in order 
that uniform rules and charges for terminal team track icing 
would apply throughout New England. 


EXPRESS SWITCHING CHARGES 

Examiner W. R. Brennan has recommended the dismissal 
of No. 19781, Andrews Brothers, Inc., et al. vs. American Railway 
Express Co. et al., on a finding that the practice of the express 
company in assessing switching charges on carload shipments 
of fruits and vegetables switched from the express terminal at 
Detroit, Mich., to the 12th street produce yards is not unrea- 
sonable or otherwise unlawful. The complaint alleged that the 
assessment of such charges on shipments moving into Detroit 
over the Michigan Central, while no such charges were assessed 
on shipments over the Wabash or Pere Marquette, constituted 
a violation of the first three, sixth and twentieth sections of 
the interstate commerce act. The Michigan Central, the ex- 
aminer said, was included as a defendant when the complaint 
was filed, but that it was dismissed as a defendant at the hear- 
ing. The charge is $24 per car. No charge, the report says, 
is made for delivery of the car from the Michigan Central’s 
passenger station to the express terminal near there. The 
produce yards of the three carriers are located in 12th street. 

The examiner said that the express service ended at the 
express company’s terminal, its only terminal on the Michigan 
Central in Detroit. No fruit auction is maintained in Detroit 
by the express company. The auction is held at the 12th street 
yard. The express company said the complainants could avoid 
the switching charge by accepting delivery at the 17th street 
terminal or routing their shipments for Pere Marquette or 
Wabash delivery. The examiner said the record did not estab- 
lish that the charge was unreasonable, although it was higher 
than the switching charges assessed by some carriers at Detroit 
for a similar service. He said the duty of justifying the charge 
was on the carriers and that they had not done it. On the 
other hand, he said, the complainants had not made any showing 
whereby the reasonableness of the charge might be ascertained. 


BRICK AND GRAVEL RATES 


Examiner John Davey, in No. 19681, Baker & Holmes Co. 
vs. Florida East Coast et al., said the Commission should find 
that the rate charged on building brick, from Shawnee, O., to 
Fort Pierce, Fla., in 1924, was inapplicable, direct the refund of 
overcharges and dismiss the complaint, in accordance with the 
rule laid down in the Sligo case, 62 I. C. C. 648, and 73 I. C. C. 
551. The case also covered a carload of gravel shipped from 
Jackson Lake, Ala., to St. Augustine, Fla. The carriers ad- 
mitted the application of an erroneous rate on it and agreed 
to make refund. In the brick part of the case the application 
of the Sligo principle in the use of the combination rule resulted 
in a rate of 36.5 cents. A combination of $8.50 per ton, or 42.5 
cents, the carriers claimed, was the applicable rate. 


PLAIN STEEL WIRE RATE 
Examiner Bronson Jewell has advised the dismissal.of No. 
19863, New York Wire Cloth Co. vs. Pennsylvania et al., on a 
finding that the applicable fifth class rate of 37 cents, charged 
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land, O., to East York, Pa., was not unreasonable. The com- 
plainant sought a rate of 29 cents, claiming that that would be 
a reasonable rate in comparison with commodity rates on like 
wire, in other parts of Trunk Line territory, westbound. LEast- 
bound rates from central to Trunk Line territory, the examiner 
said, were full fifth class and that grant of the complainant’s 
prayer would create an exception to the present level of the 
rates. The carriers pointed out that East York was in the 
Baltimore group and said that a change in the rate to that point 
would tend to disrupt the entire port differential adjustment. 
The examiner said that a group adjustment of the extent here 
under consideration should not be ignored when the issue was 
simply as to the reasonableness of a rate between two selected 
points, each embraced in groups of considerable size. 


COLUMBIA, MISS., RATES 


Dismissal of No. 19760, Columbia (Miss.) Chamber of Com- 
merce vs. Illinois Central et al., has been recommended by 
Examiner Paul Coyle, on a finding that the rates on various 
commodities from Cairo, and Chicago, IIll., Cincinnati, O., Louis- 
ville, Ky., Memphis, Tenn., New Orleans, La., St. Louis, Mo., 
and points taking the same rates, to Columbia, Miss., are not 
unreasonable or otherwise unlawful. They were alleged to be 
violative of the first three sections of the interstate commerce 
act and of the long-and-short-haul part of the fourth section of 
that statute. Brookhaven, Laurel, Hattiesburg, and McComb, 
Miss., were alleged to be unduly preferred. 

Columbia is on a branch of the Gulf & Ship Island. Colum- 
bia merchants testified that due to differences in inbound rates 
they were not able to meet the prices of their competitors, 
sometimes even in Columbia itself, and have a fair and reason- 
able profit for themselves. They contended that the Illinois 
Central, having obtained control of the Gulf & Ship Island, the 
fourth section relief heretofore extended to that road was no 
longer warranted as the Gulf & Ship Island, at present was not 
a weak line, as shown by the denial of relief to that road in 
Southern Class Rate Investigation, 100 I. C. C. 513, in connec- 
tion with class rates in southern territory. The defendants 
contended that the acquisition of control by the Illinois Central 
had not resulted in an increase in traffic or economies in opera- 
tion which would justify a lower rate adjustment, but that, on 
the contrary, the Illinois Central had spent several million dol- 
lars and would have to spend more money to bring that road 
up to a standard of maintenance insuring safe and adequate 
service. 

The examiner said the Commission should find that fourth 
section relief in respect of commodity rates to Columbia via 
the Ship Island was no longer warranted and should be with- 
drawn. He said it should further find that there was nothing 
in the present record warranting a withdrawal of the fourth 
section relief in respect of commodity rates to Columbia via 
the New Orleans Great Northern, the other road that serves it. 


LUBRICATING OIL RATE 
Examiner Riley A. Gwynn has recommended the dismissal 
of No. 19540, Flynn, Welch & Yates vs. Santa Fe et al., on a 
finding that the rate on lubricating oil, carloads, from Chicago, 
Ill., to Artesia, N. M., $1.095, collected on shipments in 1925 and 
1926, is not unreasonable. 
a 


WOODEN BRACKETS AND PINS 


A finding of unreasonableness, an award of reparation, and 
an order requiring the establishment of new rates have been 
recommended by Examiner Riley A. Gwynn, in No. 19357, Jos- 
lyn Manufacturing Company vs. B. & O. et al., as to the rates 
on wooden telegraph and telephone brackets and insulator pins, 
carloads, from points in Maryland and Virginia to destinations 
in Western Trunk Line and central territories. Gwynn said the 
Commission should find the rates unreasonable to the extent 
they exceeded, exceed or might exceed the contemporaneous 
rates on lumber, award reparation to that basis and order new 
rates. The report also covers a sub-number, Same vs. Chesa- 
peake & Ohio et al. 


IRON AND STEEL RATES 


A revision of the rates on iron and steel articles and iron 
and steel tank material, from steel producing points in Penn- 
sylvania, Indiana, Ohio, Illinois, Missouri, Kansas, Kentucky, 
Tennessee and Alabama, and on iron or steel rope, from Kan- 
sas City, Mo., to destinations in Oklahoma and Texas, to the 
basis of rates prescribed in Consolidated Southwestern Cases, 
123 I. C. C. 203, has been proposed by Examiner C. W. Griffin 
in No. 17580, W. C. Norris vs. Akron, Canton & Youngstown 
et al., and the cases joined with it. The other cases covered 
by this report are: No. 17594, United Iron Works vs. Alabama 
Great Southern et al.; No. 17683, Butler Manufacturing Co. vs. 
Same; No. 17719, Black Steel and Wire Co. vs. Santa Fe et al.; 
and No. 17823, Kansas City Structural Steel Co. et al. vs. A. & 
VY. et al. 

Griffin said the Commission should find the rates unreason- 
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phis-Southwestern Investigation, 77 I. C. C. 473, went into effect 
over a large part of southwestern territory, to the extent they 
exceeded, exceed, or may exceed the rates and differentials pre. 
scribed in the Consolidated Southwestern Casec, applied in the 
manner therein recited, and subject to the commodity descrip. 
tions and minimum weights therein prescribed. He said rep. 
aration should be awarded to that basis, and also that the pub. 
lication of rates on the basis set forth would remove any undue 
prejudice that might have existed. 


PIG LEAD AND DROSS RATES 


Examiner Bronson Jewell has proposed the dismissal of No, 
19888, Tobacco Foil Company vs. Richmond, Fredericksburg ¢ 
Potomac et al., on a finding that the rates on pig lead and lead 
dross, in carloads, from Richmond, Va., to Baltimore, Md., Phil. 
adelphia, Pa., Newark, N. J., and New York are not unreason. 
able. Sixth class is in effect. Lower commodity rates prevaij 
between points where the movement is heavier. 'The examiner 
said that a carload of pig lead was worth $3,000 and that car. 
mile earnings of 39 cents to Newark, N. J., could not be consid. 
ered excessive. Consideration, he said, had also to be given to 
the showing of the small movement, present and prospective, 
from Richmond and a lack of any evidence as to similarity of 
conditions at points from which at present a lower commodity 
basis of rates applied. 


COAL RATE UNREASONABLE 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner T. P. Wilson in No. 20000, 
E. W. Germanson vs. Chicago, Milwaukee & St. Paul et al., as 
to a rate on soft coal, of $5.455, from Jeffries, Ill., to Eau Claire, 
Wis., in 1925. The examiner said the rate should be found wm. 
reasonable to the extent it exceeded $3.55. 


ROOFING PAPER LAKE-RAIL RATES 


Examiner F. D. Binkley, in No. 18247, H. F. Watson Co. vs. 
Chicago, Milwaukee & St. Paul et al., has recommended that 
the Commission find unreasonable lake-rail rates on nine car. 
loads of roofing paper, shipped from Erie, Pa., to Fordson, 
Minn., in 1924. A rate of 27 cents was applied to St. Paul, 
Minn., and distance rates of 8 and 11 cents beyond. The ex. 
aminer said they should be found unreasonable to the extent 
they exceeded 27 cents and that reparation should be awarded. 


MILK ICING REPARATION 


In a report, on further hearing, in No. 14996, Borden’s Farm 
Products Co., Inc., vs. New Haven et al., Examiner A. S. Worth- 
ington has recommended reparation amounting to $30,959.05, as 
the actual cost of the ice furnished by the complainant for the 
icing of interstate shipment, L. C. L., of milk, etc., covered 
by the finding of the Commission, by division 1, reported in 92 
I. C. C. 270. In that report the Commission found that the 
defendants’ failure and inability, which amounted to a refusal, 
to ice, when necessary, as provided by tariff, complainant’s ship- 
ments of milk, cream, etc., from various points in New York 
and Connecticut to destinations in those states constituted an 
unlawful and unreasonable practice; and that the complainant 
had been damaged to the extent of the reasonable cost of the ice. 

Inasmuch as the record failed to establish the reasonable 
cost of the service performed by the complainant, reparation 
was denied, without prejudice to the complainant’s right to sub 
mit additional proof of damage in a future proceeding. The 
Commission adhered to its findings in 102 I. C. C. 497, and 
denied a petition by the carriers for leave to introduce additional 
evidence. 

As a result of the testimony as to cost, Worthington made 
the recommendation as to the lump sum mentioned. He arrived 
at the amount on the basis of a cost of 15 pounds of ice per 
box and 25 pounds per can on the shipments made between 
June 16, 1921, and April 13, 1924. The award also bears interest. 


SAND SCALE PROPOSED 


In a repoft in No. 19280, Fairfax Sand & Crushed Stone 
Company vs. Baltimore & Ohio et al., mimeographed, Exam: 
iner Thurston B. Johnston has proposed that the Commission 
find the rates on sand and crushed stone from Pierce, W. Va. 
to destinations in West Virginia, Pennsylvania and Maryland, 
unreasonable and prejudicial to the extent that they exceed 4 
scale proposed by him. The scale begins with a rate of 6 
cents per net ton for 20 miles and under and ends with a rate 
of $1.40 for 200 miles. The rates proposed by him other than 
those mentioned are 70 cents for 40 miles; 80 for 60 miles; 9 
for 80 miles; 100 for 100 miles; 110 for 125 miles; 120 for 15! 
miles and 130 for 175 miles. 


SALT RATES PROPOSED 


A new salt rate structure from the Kansas field to meat 
packing points in Minnesota has been recommended by Exam- 
iner Lawrence Satterfield, in No. 17310, George A. Hormel & 
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Co. vs. Chicago, Milwaukee & St. Paul et al. The report also 
covers two sub-numbers, Armour & Co. vs. Santa Fe et al., and 
Albert Lea Packing Company vs. C. M. & St. P. et al. Satter- 
field said the Commission should find the rates on salt from 
mines in Kansas to Austin, Albert Lea, Faribault and St. Paul, 
Minn., unreasonable, prescribe new ones and award reparation 
except on shipments to St. Paul. In disposing of the case the 
examiner said: 


The Commission should find that the rates assailed were, are, 
and for the future will be unreasonable and unduly prejudicial to 
the extent that they exceeded, exceed, or may exceed rates based 
on the so-called western trunk-line scale of salt rates as outlined 
on page 420 of the decision in Salt Cases of 1923, 92 I. C. C. 388, and 
described herein. This scale should be applied to the average distances 
from all of the producing points in the Kansas group to the destina- 
tions here concerned, computed over the shortest workable routes em- 
pracing the lines or parts of lines of not more than three line-haul 
earriers via existing connections for the interchange of carload traf- 
fic, except that where through routes for the transportation of salt are 
now generally in use which embrace more than three line-haul car- 
riers, over which the distances are less, distances over such latter 
routes should be used. Specific rates computed on the bases herein 
recommended should be published. Assuming to be correct, because 
not questioned upon this record, the distances shown by complain- 
ants’ exhibit No. 12, the average distances under the formula above 
outlined are, and the resulting rates will be, as follows: 

ROM KANSAS MINES TO 
Albert Lea Austin Fairibault St. Paul 
Average GIstANCE ...ccisccccvess 570 591 618.6 667 
Seale TALE, CONES. ..<...cccececesees -26 26.5. 27 28.5 


ALTON-T. P. & W. TRACKAGE CASE 


In a proposed report in No. 19918, Chicago & Alton et al. 
vs. Toledo, Peoria & Western, William B. Bartel, director of the 
Commission’s service bureau, has recommended that the Com- 
mission find that the public interest does not require the con- 
tinued operation of freight carrying trains of the Chicago & 
Alton over the main line tracks of the Toledo, Peoria & West- 
ern between Washington and Peoria, Ill. He said that the Com- 
mission should vacate its Service Order 46 and dismiss the 
complaint. 


The case grew out of the dispute between the Alton and 
the Toledo, Peoria & Western as to what the former should pay 
for the use of the main line of the latter between Washington 
and Peoria. When the latter proposed canceling the trackage 
arrangement, made in 1895, the Alton appealed to the Commis- 
sion for the issuance of a service order requiring the continued 
use of the T. P. & W. track by the Alton in freight service. 
The dispute came to an issue when the T. P. & W. asked for 
an annual rental of $50,000. The Alton regarded $50,000 as ex- 
cessive. The Commission, by means of Service Order 46 con- 
tinued the arrangement pending consideration of the Alton’s 
formal complaint, filed when it asked for a service order. 


Director Bartel said that two questio.s were presented: 
(1) Whether the public interest required a continuance of 
freight service via Alton trains to and from Peoria via Wash- 
ington; and (2) whether the Commission was vested with au- 
thority, permanently, to direct joint use of main line tracks 
under the circumstances and conditions existing in this case. 
He reviewed the testimony -at considerable length and then 
recommended disposition of the case for the reasons set forth 
in the following: 


Summed up, it appears that if the trackage rights are not re- 
newed, the Alton will provide adequate service to handle shipments 
which originate or terminate at stations on the Dwight branch, and 
that defendant will join the Alton in the establishment of through 
rates not higher than existing rates between Peoria and stations be- 
yond on one hand and stations on the Dwight branch on the other hand, 
and will join with the Alton in the construction of the necessary 
transfer tracks at Washington for the interchange of such traffic if 
present interchange facilities are inadequate. With respect to through 
traffic between Peoria and Chicago, the record indicates that there 
are ample routes available to serve the public needs. The Alton has 
a route through San Jose, overnight service is furnished by the 
Rock Island, also by defendant in connection with other carriers. In 
addition defendant is agreeable to joining the Alton in establishment 
of joint rates via either Washington or Chenoa, divisions to be later 
determined, and the construction of the necessary facilities at those 
oints. 

The Commission should find that continued operation of freight 
carrying trains of the Alton over main line tracks of the defendant 
between Washington and Peoria has not been shown to be necessary 
in the public interest. 

In view of the finding proposed on the first question, it is not 
necessary to pass upon the second question. 


The Commission should vacate Service Order No. 46 and dismiss 
the complaint. 


FIRE BRICK OVERCHARGED 


Examiner Harris Fleming, in No. 19742, Walsh Fire Clay 
Products Co. vs. Atlanta, Birmingham & Atlantic et al., said 
the Commission should find that shipments of fire brick from 
Vandalia, Mo., to destinations in the south and southeast had 
been overcharged and award reparation. He said the Commis- 
sion should find that the rates applicable to the shipments were 
the aggregate of thé factors to and beyond Evansville, Ind., and 
acksonville, Fla., as basing points, treated by the application 
of the rule for making rates by combination. He said that the 
charges, to the extent that they were in excess of those accruing 
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on that basis, were overcharges, and that the complainant was 
entitled to reparation. 


LETTUCE RATE UNREASONABLE 

Examiner R. J. Olentine, in No. 19944, Memphis Freight 
Bureau, for A. S. Barboro & Co., Inc., vs. St. Louis-San Francisco 
et al., said the Commission should find unreasonable, but other- 
wise unlawful, the rate on lettuce, carloads, from Watrous and 
Las Vegas, N. M., to Memphis, Tenn., to the extent it exceeded 
76 cents and award reparation. The assailed rate was alleged 
to prefer Kansas City, Mo., St. Louis, Mo., Chicago, Ill, and 
St. Paul, Minn. 


PAPER AND PAPER BAG RATES 


Examiner C. E. Simmons, in No. 19517, Continental Paper 
& Bag Mills Corp. vs, Atlantic City Railroad Co. et al., said 
the Commission should find the rate charged on paper bags, in 
carloads, and on paper bags and wrapping paper, in mixed car- 
loads, were applicable but unreasonable, award reparation and 
prescribe new rates for the future. The shipments in question 
were from Rumford, Me., to various points in Trunk Line ter- 
ritory. The testimony was confined to shipments to Newark, 
N. J., Philadelphia and Harrisburg, Pa. The examiner said the 
Commission should find that the applicable rate was 36.5 cents, 
that that rate was unreasonable to the extent it exceeded 
or might exceed 34.5 cents. 


STRAWBERRY RATES 

In a proposed report in No. 18650, Peninsular Produce Ex- 
change vs. Pennsylvania et al., Examiner J. Edgar Smith said 
the Commission should find that for the future rates and charges 
on strawberries in refrigerator cars from points in the eastern 
shore district of Delaware, Maryland and Virginia to destina- 
tions in Official Classification territory at the present rating 
of approximately one and one-half times first class, based upon 
an estimated weight greater than 12,000 pounds per car, excess 
in proportion, would be unjust and unreasonable. He recom- 
mended a denial of reparation. Smith said the unreasonable- 
ness of the rates and charges in the past was not so clear and 
definite as to justify an award. 


LUMBER CASE DISMISSED 
Attorney-Examiner John H. Howell has recommended the 
dismissal of No, 19825, Goodwillie-Green Box Co. vs. Chicago, 
Milwaukee & St. Paul et al., on a finding that the rates on lum- 
ber from Cloquet, Virginia, and Bemidji, Minn., and Fort Fran- 
ces, Ont., to Wausau, Wis., are not unreasonable or unduly 
prejudicial. 


MALLEABLE CASTING RATES 


Examiner J. H. Smith, in No. 19851, Northwestern Malleable 
Iron Co. vs. Pere Marquette, has recommended that the Com- 
mission find inapplicable the rates on malleable castings, car- 
loads, from Milwaukee, Wis., to Detroit, Mich., and award rep- 
aration. He said that the applicable rate was 26.5 cents and 
that that rate should be found not unreasonable or otherwise 
unlawful. 


WATERMELON RATE 


Examiner Albert A. Mattson in No. 19502, Leon K. Stein Co. 
vs. Gulf, Colorado & Santa Fe et al., has recommended that the 
Commission find that the rate charged on one carload of water- 
melons shipped from Bellville, Tex., to South Hibbing, Minn., 
in July, 1925, was inapplicable, and award reparation. He 
said that the Commission should find that the applicable rate 
was 58.5 cents. Charges were collected at the rate of $1.04. 


ENGINE RATE UNREASONABLE 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner John Davey, in No. 20020, 
Hardee & Glaspie vs. Texas & Pacific, as to a class A rate of 
87 cents, minimum 24,000 pounds, imposed on an internal com- 
bustion engine shipped, knocked down, from Mesquite, Tex., 
to Pleasant Hill, La., in July, 1926. Davey said the Commission 
should find that the rate was, is, and for the future would be 
unreasonable to the extent it exceeded, exceeds or might exceed 
51 cents. 


SHEET STEEL RATE CASE 
Examiner Bronson Jewell has recommended the dismissal 
of No. 19885, Durabilt Steel Locker Co. vs. New York Central 
et al., on a finding that the rate on sheet steel, carloads, from 
Newton Falls, O., to Aurora, IIl., is not unreasonable. 


ANTHRACITE COAL RATES 


Examiner Bronson Jewell has recommended the dismissal of 
No. 20105, Bronfman Coal Co. vs. Erie et al., on a finding that 
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the rates on anthracite coal from Lake Ariel, Pa., to Newark, 
N. J., are not unreasonable. 


LUMBER DEMURRAGE CHARGES 


Examiner J. H. Smith has proposed the dismissal of No. 
19915, M. H, Kilpatrick vs. New York, Chicago & St. Louis, on 
a finding that the demurrage charges collected for the detention, 
at East St. Louis, Ill., in 1924, of a carload of lumber from Car- 
roliton, Ala., to Herrick, IIl., thence reconsigned to Chicago, IIl., 
were applicable. 


DRIED BEAN RATES 


In a proposed report on I. and S. No. 2970, dried beans and 
other vegetables from Wyoming and No. 20027, Trinidad Bean 
& Elevator Company vs. Burlington, Examiner Arthur Kettler, 
said the Commission should find the proposed increased rates 
on dried beans and dried peas, in carloads, from points in Wy- 
oming on the Burlington to destinations east thereof, not justi- 
fied but without prejudice to the filing of new schedules in 
conformity with the findings recommended. Kettler recom- 
mended a basis for local rates on dried beans from the origin 
territory under consideration to destinations east of that state 
over the Burlington. 

The schedules covered by the investigation and suspension 
order were protested by the Trinidad Bean & Elevator Com- 
pany and others, the first mentioned being the complainant in 
No. 20027. The formal complaint alleged that the rates on dried 
edible beans from points in what is known as the Big Horn basin, 
on the Burlington in Wyoming, to destinations on the Burling- 
ton east thereof, were unreasonable. The Burlington said that 
in the suspended tariffs it was proposing an adjustment of the 
situation brought about by the publication, on December 15, 
1922, of rates from points in Wyoming intended for application 
only on potatoes. The tariff, however, made the rates applicable 
on dried beans, dried peas, and fresh vegetables listed in that 
tariff. 

Kettler said the Commission should find that the carrier 
had justified increases in the joint rates on dried beans and 
dried peas from the Big Horn Basin to 80 cents to St. Louis, 
Mo., and Burlington, Ia., 75 cents to Des Moines, Ia., 70 cents to 
Kansas City, Mo., Omaha, Neb., and Sioux City, Ia., 80 cents to 
Oklahoma City, Okla., and 85 cents to Fort Smith, Ark., subject 
to a minimum of 40,000 pounds, and that increases in the rates 
to Texarkana, Ark.-Tex., Shreveport, La., and Alexandria, La., 
and rates to less distant destinations that were upon the same 
or a higher level were not justified. He said that rates upon a 
level not exceeding that approved herein should be established 
to contiguous destinations and to the same destinations for local 
application over the Burlington. 

The examiner said no protests had been made against the 
proposed adjustment in so far as it affected fresh vegetables 
and that no movement of vegetables other than dried beans, 
dried peas, and potatoes was indicated. He said that cancella- 
tion of the existing basis from the Big Horn Basin on such 
other vegetables should be permitted. 


GREENBRIER ACQUISITION 


Acquisition by the Chesapeake & Ohio of control of the 
Greenbrier & Eastern by purchase of capital stock and lease 
has been authorized by the Commission in a supplemental report 
in finance No. 5762, control of Sewell Valley, Loop & Lockout, 
and Greenbrier & Eastern. In the original report, 124 I. C. C. 
195, the Commission, by division 4, authorized the Chesapeake 
& Ohio to acquire the carriers mentioned, other than the Green- 
brier & Eastern. That report and this one also cover finance 
No. 5665, purchase of capital stock of Greenbrier & Eastern. 

Consideration of that part of the application which covered 
the acquisition of the Greenbrier & Eastern and the Commis- 
sion’s investigation into the purchase of the Greenbrier & East- 
ern was deferred. The investigation of the purchase of Green- 
brier and Eastern stock was brought about, said the report, by 
the fact that the Union Trust Co. of Cleveland, O., had bought 
all the stock of the Greenbrier, for or on account of the C. & O. 
with funds provided by the trunk line without approval or author- 
ization by the Commission, at a cost of $140.91 per share, par 
value $100, on which, the report said, no dividends had been paid. 
The C. & O. and Union Trust Co. dealt with Andrew B. Crichton 
for more than 8,000 of the 10,000 shares outstanding, the C. & O. 
to buy the stock from the trust company, to do which it sought 
the authority of the Commission. The negotiations extended 
from April to October, 1925. 

From the standpoint of the value of the physical property 
of the Greenbrier, the Commission said, the stock was not worth 
par. Any price per share in excess of the pro rata estimated 
value of the Greenbrier property, the report said, had to be 
based upon anticipated earnings. It said that it appeared, how- 
ever, that on the combined bases of physical value and probable 
earnings, the C. & O. would be justified in paying $125 per share, 
plus $12.79 per share representing current assets at the time 
of the sale, less $38,663 shown in the account as “other unad- 
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justed credits,” representing reserve for reparation, which, the 
Commission said, was a liability assumed by the C. & O. The 
Commission, however, said the C. & O. might not capitalize ap 
item of $31,200 paid to Crichton as interest in the light of his 
refusal to perform his part of a contract of May 25, 1925, whep 
called upon by the Union Trust Co., in August, 1925, to deliver 
stock and his inability to fulfill the contract until October 309, 
It said that that was particularly true as regards stock held by 
R. M. Bell, H. H. Blackburn, and the Gauley Coal Land (Co, 
which, apparently, was not acquired by Crichton until after 
November 1. Yet on that, the report said, interest was included 
from June 1, to November 1. The order says the interest shall 
not be charged to the investment account of the C. & O. 

In respect of facts brought out by the investigation into the 
purchase of the stock of the Greenbrier, the report of the Com. 
mission, in part says: 


The record shows that Crichton and his associates acquired a 
considerable portion of the Greenbrier stock from the former stock- 
holders at prices ranging from $75 to $125 per share, the latter price 
being paid to the Gauley Coal Land Company in consideration of a 
preferential lease of coal lands. It was the understanding of some 
of the stockholders that their stock was to be turned over to the 
Cc. O. by Crichton at the price they received for it from him. 
Andrew B. Crichton and his brother, W. G. Crichton, who is secretary 
and treasurer of the Greenbrier, appeared at the hearing in response 
to subpoenas issued by us. Both refused to waive immunity, and 
Hoe oA —— permitted to testify concerning their dealings in Green- 

rier stock, 


Commissioner Hall, concurring, said that he concurred in 
everything except the restriction as to the amount which might 
be included in the investment account. 

Commissioners Eastman and McManamy dissented but did 
not state their views. 


OREGON CONSTRUCTION PLAN 


In the third supplemental report of the Commission, in 
finance No. 4730, construction of lines by Oregon, California & 
Eastern, and the cases joined with it, constituting a case which 
the Commission calls construction of railroad lines in eastern 
Oregon, the regulating body has done the necessary law paper 
work to enable the Great Northern, within the current calendar 
year, to obtain access to the Klamath basin, in Oregon. That 
rich part of the state is now served by the Southern Pacific 
and the Oregon, California & Eastern. Extension of the line 
by the Great Northern will put the northern transcontinental 
route of that carrier into competition with the southern route 
of the Southern Pacific, open a large part of Oregon’s vast tim- 
ber area and, according to the testimony, bring in agriculture 
and industry. The rival routes, to save construction costs, will 
be partners in parts of the enterprise. 

The extension, according to the estimates, will not pay from 
the start. The Great Northern estimates that the first year of 
operation under the plan that has been approved will show a 
net deficit of $326,126, but that in the fifth year of operation it 
will yield a net income of $201,473. : 

Substitution of the Great Northern for the Oregon Trunk, 
as the carrier to construct from Bend into the basis, is the 
central fact in the report written by Commissioner Aitchison, an 
Oregonian, familiar with conditions in the territory to be opened 
up, not only by reason of the testimony in the applications con- 
stituting this case, but also by reason of his work as a member 
of the Oregon commission. The Oregon Trunk, the stock of 
which is owned by the Spokane, Portland & Seattle, the latter 
a road owned jointly by the Great Northern and the Northern 
Pacific, was authorized to construct upon conditions which the 
Northern Pacific felt it could not accept. The Great Northern 
took up the project in its own name. The certificates and au- 
thorizations issued in connection with the report, four in num- 
ber, require the acceptance of the terms and conditions by the 
Great Northern. Three applications not previously considered, 
as well as the prior ones, are covered. 

The report also embraces finance dockets No. 4810, construc 
tion of lines by Oregon Trunk; No. 4919, construction of line 
by Central Pacific in Klamath county, Oregon, and Modoc 
county, California; No. 5111, construction of line by Central 
Pacific in Modoc county, California; No. 4924, acquisition of 
control of Nevada-California-Oregon Railway by Southern Pa 
cific; No. 4941, acquisition of control of Oregon, California & 
Eastern by Southern Pacific; No. 6382, operation of lines by 
Great Northern; No. 6384, acquisition of control by Great 
Northern; and No. 6385, acquisition, construction, and operation 
of lines by Great Northern. The last three enumerated appli- 
cations have not been previously considered. 

What the Commission has done in this third supplemental 
report is summarized in the head notes thereto, as follows: 


Certificate issued authorizing the Great Northern Railway Co. 
to operate over the lines of the Spokane, Portland & Seattle Ry Co. 
the Oregon Trunk Ry., and the Deschutes R. R. Co., In Washington 
and Oregon. 

Certificate issued authorizing the Great Northern Railway Com- 
pany (1) to acquire an undivided three-fourths interest in the rail- 
road and properties of the Shevlin-Hixon Company extending south- 
erly from Bend, Ore.; (2) to construct an extension of the line of rail- 
road of the Shevlin-Hixon Company from its present terminus t0 
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a point at or near Chemult, Ore., and (3) to operate over the line 
of the Southern Pacific Company between a point at or near Chemult 
d Klamath Falls, Ore. Terms and conditions prescribed. 
Authority granted to the Great Northern Railway Company to 
acquire control, jointly with the Southern Pacific Company, of the 
Oregon, — & Eastern Railway Company, by purchase of 
al stock. 
caplts thority heretofore granted to the Oregon Trunk Railway by 
certificate issued May 3, 1926, 111 I. C. C. 3, as amended by supple- 
mental order entered May 11, 1927, 124 I. C. C. 529, to construct and 
operate certain lines of railroad in central Oregon, between Bend and 
Klamath Falls, Ore., revoked and canceled, effective upon _ com- 
pliance by the Great Northern Railway Company with the conditions 
imposed herein, in respect to the issuance of a certificate of public 
convenience and necessity as an alternative for that previously is- 
sued to the Oregon Trunk Railway. 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 6659, authorizing the acquisi- 
tion by the Southern Bell Telephone & Telegraph Company of cer- 
tain properties of the Watauga Telephone & Telegraph Company, ap- 

ed. 

ProPeport and certificate in F. D. No. 6647, authorizing the Green- 
prier, Cheat & Elk R. R. Co, to abandon, as to interstate and foreign 
commerce, that part of its line of railroad from Spruce to Cass, in 
Pocahontas county, W. Va. (a distance of about 8 miles), approved. 

Report and order in F. D. No. 6686, authorizing the Nashville, 
Chattanooga & St. Louis Ry. to issue $17,100,000 of first-mortgage 4 
per cent gold bonds, series A, said bonds, or any part thereof, to be 
sold at not less than 94.84 per cent of par and accrued interest and 
the proceeds used for the purposes stated in the report, approved. 

Report and order in Finance Docket No. 6682, authorizing the 
Chicago & Western Indiana Railroad Company to issue not exceeding 
$176,000 of consolidated 4 per cent mortgage gold bonds to be delivered 
to applicant’s tenants in payment of sinking-fund advances, approved. 

Report and order in F. D. No. 6693, authorizing the Central Ver- 
mont to issue $5,000,000 of receivers’ certificates of indebtedness, said 
certificates to be sold at not less than 99.53 per cent of par and accrued 
interest, and the proceeds used for the purposes stated in the re- 
port, approved. 


SUSPENDED TARIFFS 


In I. and S. No. 3056, the Commission has suspended, from 
January 27 until August 27, schedules as published in supple- 
ments Nos. 24 and 25 to Speiden’s I. C. C. No. 964. The sus- 
pended schedules propose to increase the rates on fence posts 
over nine feet in length, in carloads, from Memphis, Tenn., to 
Kansas City, Mo., Omaha, Neb., and other Missouri River gate- 


ways. The following is illustrative: 
Fence posts over nine feet in length. 
Rates in cents per 100 pounds. 
From Memphis, Tenn. 
To— Present Proposed 
SI So, OU. ooo srorseweswnceviewsesesseeweoves 181% 27% 
Omaha, Neb. 
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FINANCE APPLICATIONS 


Finance No. 6706. Prince George & Chesterfield Railway asks 
authority to construct an extension from a point near Chester to 
Hopewell, Va., a distance of about 14 miles. Applicant says Seaboard 
Air Line will file application asking authority to acquire control of 
applicant by acquisition of all the stock and by lease of the properties. 
It says the territory tributary to the section in which the new line 
is to extend may be generally described as the Hopewell area that 
was extensively developed by the DuPonts for the purpose of manu- 
facturing munitions of war during the World War. After the war 
there was a period of temporary stagnation in the Hopewell area but 
it has gradually undergone intensive industrial development along 
lines that involve extensive and increasing shipments of coal, ma- 
terials, supplies and finished products, according to the application. 
The territory is now served by a spur of the Norfolk & Western ex- 
tending from Petersburg to Hopewell and City Point, Va., according 
to the application. 

Finance No. 6707. Northwestern Pacific asks authority to issue 
and sell $924,000 of first and refunding mortgage 4% per cent gold 
— - a price of not less than $952.381 per $1,000 bond and accrued 
nterest, 

Finance No. 6712. Chicago, Saint Paul, Minneapolis & Omaha 
asks authority to procure authentication and delivery of $1,100,000 of 
debenture gold bonds and to sell them at the best price obtainable 
but at not less than 99 per cent of par. 

Finance No. 6713. Texas & Pacific asks authority to issue and 
sell $2,805,000 of equipment trust certificates to the Guaranty Co. of 
New York at 100.9512 per cent of principal amount and accrued 
dividends, the highest bid. 

Finance No. 6715. Chicago & North Western asks authority to 
abandon a branch line in Langlade county, Wis., extending from 
&@ point near Antigo to a point about 25 miles distant in a westerly 
and northwesterly direction. The line was built to carry forest 
Products. Traffic from that source has practically disappeared. 

Finance No. 6716. B. J. Potter of Okemos, Mich., and the Michi- 
gan Bell Telephone Co. ask approval of acquisition by the Bell com- 
pany of the telephone property of Potter. 

Finance No. 6709. The Big Creek and Telocaset Railroad Co. asks 
authority to operate a railroad from Telocaset to Beagle Creek Junc- 
tion, Ore., a distance of about 11 miles, and to retain excess earnings. 

Finance No. 6710. Joint petition of the Southern Bell Telephone 
& Telegraph Co. and Milan Telephone Co. for approval of purchase by 
Bell company of property of Milan company in and near Milan, Tenn. 

Finance No. 6711. Missouri Pacific, Texas & Pacific, Kansas City 
Southern, Texarkana & Fort Smith, St. Louis Southwestern, and St. 
Louis Southwestern of Texas ask authority to assume obligation and 
liability in respect of $1,500,000 of Texarkana Union Station trust cer- 
tificates and to sell the certificates to Kuhn, Loeb & Co. at their 
Principal amount and accrued interest in connection with construc- 
tion of union station and facilities at Texarkana, Ark-Tex. 

Finance No. 6718. Illinois Terminal Co. asks authority to acquire 
Gutrol of the properties of the St. Louis, Troy & Eastern Railroad 

%, including St. Louis & Illinois Belt Railway, and the St. Louis 
flectric Terminal Railway Co., and the main division of Illinois Trac- 
an Inc. The Illinois Power and Light Corporation owns and con- 
Tols all the capital stock of the carriers to be acquired and has 
contracted to purchase the stock of the applicant upon condition that 
© proposed acquisition of control of the carriers is authorized and 
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consummated. The applicant said if all the lines involved were under 
common control and management and operated as a single system, 
there would result substantial advantages in the public interest. 

Finance No. 6576. Supplemental application of Alabama Great 
Southern for authority to sell $5,206,000 of 4 per cent first consolidated 
mortgage bonds at 97 and interest to J. P. Morgan & Co. The 
bonds were recently authorized by the Commission. 


FINAL VALUATION REPORTS 


Valuation No. 305, New Orleans Great Northern, opinion No. 
B-623, 183 I. C. C. 825-61, final value, for rate-making purposes, of 
the property owned and used for common carrier purposes, found to 
be $6,955,894, as of June 30, 1916. 





PULLMAN COMPANY VALUATION 


In its protest against the Commission’s valuation of $110,- 
000,000 on its property as of June 30, 1919, the Pullman Company 
sets forth in a table a comparison of values based on cost of 
reproduction new without giving consideration to depreciation. 
The company’s cost of reproduction new figure, on a 1919 basis, 
is $300,642,782, as against $209,981,517, on a 1914 basis, and as 
against the Commission’s figure of $156,867,654 on the Com- 
mission’s 1914 basis. 


DANGEROUS ARTICLES RULE 

The Commission, by division 5, in No. 3666, the case in 
which it considers and orders changes in the rules for the 
placarding, packing and handling of explosives and other dan- 
gerous articles, has issued an order putting into effect, on 
May 1, changes in the rules pertaining to poisonous gases or 
liquids (poison gas label); shipping orders, description and mark- 
ing of fireworks; the waybilling of explosives, selection, prep- 
aration and placarding of cars in relation to fireworks; ship- 
ping container specification No. 3d (steel cylinders); shipping 
container specification No. 6 (Boxes, wooden, fiber, etc.); ship- 
ping container specification No. 14 (Wooden boxes, additional 
lock-corner wooden boxes); shipper container specification No. 
26 (steel cylinders); and shipping container specification No. 
27 (steel cylinders). 


LIVE STOCK REPARATION 


The Union Stock Yard & Transit Co. has asked for the 
vacation and setting aside of the Commission’s order in No. 
9977, Chicago Live Stock Exchange vs. Santa Fe et al., and No. 
12614, Same vs. Director-General et al., on account of what it 
alleges to be misstatements of fact contained in that order. 
The allegation to which the stock yards company takes excep- 
tion as a misstatement is that “and the parties having filed 
agreed statements with respect to the shipments in question 
showing, among other things, the dates upon which payment of 
the charges assailed was made.” 

The stock yards company alleges that that is an error in 
fact and that it has never at any time made any agreement 
whatsoever with complainants, or any of them, or with any one 
else, with respect to any of the matters and things contained 
in any statements which may have been filed with the Com- 
mission by the complainants. The company further says that 
on each and every occasion when such statements have been 
sent to it, either by complainants or others, it has returned 
such statements with its refusal to certify ‘to the correctness 
of any statements made therein, and has never at any time 
made any agreement, oral or written, with any one covering the 
matters and things referred to in the order in these cases dated 
December 12, 1927. 


LAKE CARGO COAL RATES 


The Traffic World Washington Bureau 


Arguments were made on the first two days of February 
on the suspension phase of the long-continued lake cargo coal 
rate case. They were addressed to the entire membership of 
the Commission. Specifically the arguments were on I. and S. 
No. 2967, concerning the rates from the principal mining dis- 
tricts, both nothern and southern, and I. and S. No. 2975, con- 
cerning rates from mines in Pennsylvania to Cleveland for 
transshipment. No testimony was offered at the hearing in 
respect of the second case, the carriers having abandoned it. 

The fact that the subject had often been before the Com- 
mission did not have an obvious effect on the allotments of 
time to the attorneys who made the arguments. Time was 
assigned to the following: W. S. Bronson, D. Lynch Younger 
and Nelson W. Proctor, for the southern railroads; J. V. Nor- 
man, R. E. Quirk and E. L. Greever, for the southern operators; 
F. M. Livezey, fo rthe West Virginia commission; C. E. Elm- 
quist, for northwestern consumers; C. R. Hillyer, for Michigan 
and Wisconsin consumers; C. H. Browder, for the International 
Harvester Company; A. S. Knowlton, for by-product coke pro- 
ducers; W. N. King, James Stillwell and C. R. Webber, for 
northern railroads; A. P. Martin, for the Wheeling & Lake 
Erie; E. S. Ballard, for Ohio protestants; A. G. Gutheim, for 
Pittsburgh protestants; R. J. Baker, for W. J. Rainey, Inc.; 
George N. Brown, for the Sunday Creek Coal Company; and 
R. W. Ropiequet, for the Illinois Coal Traffic Bureau. 

Mr. Bronson insisted that the southern lines had justified 
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their proposal. The Chesapeake & Ohio, for which he was 
speaking specifically, he said, would make more money out of 
the proposed $1.71 rate than it did out of the across-lake rates, 
or out of the rates to the northwest via the Chicago gateway. 
The division on the across-lake coal, he said, was $1.61, and 
divisions via Chicago, he said, ran as low as $1.43 per ton. Its 
out-of-pocket cost, he said, was 75 cents per ton. Lake cargo 
coal, he said, was the most profitable coal business the company 
had, even without regard to the fact that the lake cargo busi- 
ness was seasonal, coming as it did in the summer when the 
costs were light and the movement of freight relatively easy. 
Other coal, he pointed out, had to be moved in the winter, to 
a large extent, and at other parts of the year when conditions 
weer adverse. 

Messrs. Proctor and Younger devoted themselves to the 
particulars of the business over the Louisville & Nashville and 
the Norfolk & Western. Mr. Younger gave particular attention 
to the question of undue prejudice. The railroads, he said, re- 
lied upon the decisions of the Commission to the effect that 
there was no undue prejudice. He also gave particular atten- 
tion to the question of distances, pointing out that the Ohio 
mines had a blanket rate of $1.43, although the weighted aver- 
age distances as between mines in the No. 8 Ohio district, on 
the one hand, and the Hocking Valley mines, on the other, were 
great. Quoting from memory, he said the distance from No. 8 
mines was 163 miles, while from the southern Ohio mines it 
was 243 miles. Not as much regard for differences in distance, 
he said, was given in the making of rates from the northern 
districts as in the making of rates from the southern districts. 

Mr. Norman said that he did not intend to discuss the 
question of the power of the Commission to do so and so or 
not to do so and so. His thought was that he should discuss 
the questions of the right and duty of the Commission in this 
matter. The rates proposed, he contended, were reasonable 
per se. Not one person, he asserted, had asserted or under: 
taken to show that they were less than reasonable. 

Commissioner Aitchison asked Mr. Norman a series of ques- 
tions the outcome of which was that Mr. Norman assented to 
the proposition that if the northern railroads proposed a cut of 
20 cents in the rates to meet the cut proposed by the southern 
lines the southern operators probably would ask for the sus- 
pension of the schedules. 

“Then you would have us do in such an event exactly what 
we have done in this,” suggested Mr. Aitchison. Mr. Norman 
said that it would be his idea that if the northern lines proposed 
a reduction they should be required to prove that the rates 
they proposed were not below reasonable. 

Chairman Campbell asked Mr. Norman what was his idea of 
a rate war. Mr. Norman said he thought the railroads should 
be allowed to war a little in this case, but he said he realized 
that that was not the Commission’s idea. Nevertheless he said 
he believed the railroads should be allowed to go ahead until 
some one could show that what they were proposing to do was 
unlawful. 


Mr. Elmquist used an hour to point out the benefit the 
northwestern consumers would obtain from the proposed reduc- 
tion, estimating it on the basis of the 1926 movement, at 
$2,558,000 and on the basis of normal lake movement at $4,667,- 
433. Commissioners Campbell, Aitchison, Eastman and Taylor 
asked many questions on the Elmquist contention that the con- 
sumers would obtain the benefit of the proposed reduction. Mr. 
Elmquist said that only a few had obtained any benefit from the 
reduction from the northern mines that went into effect in 
August. His idea was that the narrowing of the difference be- 
tween the northern and southern mines to what it was prior to 
the reduction from the northern mines, in August, would in- 
crease the competition to such a point that the consumers would 
obtain the full benefit of the proposed cut because the northern 
mines were getting back into production, a situation that did not 
exist, he said, in 1926. 

Governor Gore, of West Virginia, for whose appearance no 
arrangement was made when the case was set down for argu- 
ment, was given time by others to whom it had been assigned 
to plead for the rates proposed by the southern carriers. He 
treated the reduction as something absolutely necessary for the 
welfare of the coal industry and people of West Virginia. 

“This is a singular situation in rate controversies,” he ob- 
served. “You have here the railroads that haul the coal, the 
producers that mine the coal and the consumers who utilize it 
in favor of the rates proposed.” 

Mr. Hillyer said that the railroads proposing the reduction 
were among the richest in the country. They would have to pay 
into the treasury of the United States, he said, millions as excess 
earnings. His thought was that it would be better for the 
country to have the millions left in the pockets of the con- 
sumers of coal than to have them go into the treasuries of the 
railroads only to be taken out again by the recapture clause. 

Mr. Knowlton, for by-product coke producers, admitting that 
his office was in Pittsburgh, said that he took no position with 
respect to the differential for the reason that the Pittsburgh 
mines did not furnish any by-product coal last year. He said he 
did not know what they would be able to do, in the way of 





THE TRAFFIC WORLD 








Vol. XLI, No, 5 





competing with southern by-product coal, when they had com. 
pleted, the installation of new machinery in their mines. 4g 
the matter now stood, he said, the question was one of the reg. 
sonableness of the proposed rates under section 1. He said his 
clients had mines on the Chesapeake & Ohio and coke plants 
in the northwest, even if his office was in Pittsburgh, and woulq 
be benefited by the reduction. 

In behalf of Ohio protestants, Mr. Ballard commendted upon 
the averages used by the southern carriers in support of their 
proposition that more attention and weight were accorded to 
distances south of the Ohio than north of that river. He saigq 
the method used was not the proper one and that when proper 
methods were used the average distances from the Ohio fields, 
based on the 1923 tonnage, were 214 and 219 miles, the distances 
being weighted. He contended that the proposed $1.71 rate, 
from the southern fields, was far below what it should be ip 
relation to the $1.43 rate from the Ohio districts. 

Mr. Ballard got into a series of colloquies with Commis. 
sioners Woodlock and Eastman when he said the principle of 
relatively unreasonable rates had been applied by the Com. 
mission and upheld by the courts, citing particularly the Vir. 
ginian case in the supreme court which was based upon the 
Commission’s decision in the Wyoming Coal Co.’s complaint, 
Mr. Woodlock asked if there was any such case prior to the last 
decision in the lake cargo case. Mr. Ballard cited the earlier 
Virginian case. Mr. Eastman and Mr. Woodlock, by their ques. 
tions, suggested that there was no case prior to the lake cargo 
coal case in which there was a finding of relative unreasonable. 
ness in which there was no question of undue prejudice. In 
answer to a question by Mr. Eastman, Mr. Ballard said he did 
not know of any. In a colloquy with Mr. Woodlock he said that 
a finding of relative unreasonableness gave the Commission two 
ways for dealing with a situation in which there was discrimi- 
nation. 

But Mr. Ballard contended there was a third section ques- 
tion in this case notwithstanding the conclusion of the majority, 
in the last lake cargo coal decision, that there was none. He 
said the concurring views in that decision, to his mind, stated 
the law as it was. But he said that in a suspension case, such 
as this one, the views of both majority and the concurring com- 
missioners could be applied. He contended that the New York 
Central was a party to the joint rates from the mines on the 
L. & N. to Toledo, O., as shown by its concurrence, for carry- 
ing from Whitmore Yard to the Toledo dock. As to the con- 
tention of the other side that that was a switching movement 
by the New York Central for the Big Four he said it made no 
difference whether the haul was for three miles or 300 miles or 
what sort of motive power was used, that the concurrence of 
the New York Central was in a joint rate, thereby making it a 
participant in joint rates from both northern and southern fields. 
As to the Chesapeake & Ohio and Hocking Valley, he said the 
latter served the Crooksville, O., mines as well as the Hocking 
mines and that the C. & O. and Hocking Valley did not consti- 
tute a route not serving any of the complaining mines. The 
theory has been that the two carriers named constitute a route 
under no obligations to the complaining mines, the rates of 
which compelled the northern carriers to meet the competition 
of carriers that could not be accused of discrimination and 
undue prejudice. 


Mr. Gutheim, for the Pittsburgh operators, asserted that the 
southern lines had fallen far short of a justification of their 
rates on a cost basis. He said their costs were calculated on 
a traffic density produced by the abnormal conditions prevail- 
ing in the northern fields since 1923. Since that year, he said, 
the tonnage from the northern fields had been low and that 
from the southern fields correspondingly high, and that for that 
reason the southern lines could make a showing of low cost 
that was not the result of normal conditions. Because the 
Hocking operators had been put out of the lake trade by the 
conditions against which they had been fighting since 1923, he 
said the southern operators could say they were not interested 
in what rate there might be from Hocking as they did not re 
gard Hocking as competing with them. 


CONSOLIDATED SOUTHWESTERN CASES 

The Commission has postponed the effective date of the 
consolidated southwestern cases from April 3 to May 16, in 
response to the large number of requests for modifications it 
the order in those cases. 

The Chamber of Commerce of Del Rio, Tex., has petitioned 
for permission to intervene in the proceeding, especially in re 
spect of the rates on wool and mohair, and asks for an inter: 
pretation of the finding and order and for modification in some 
respects of the order if petitioner’s interpretation of it is iD 
correct. 


DOCKET NUMBER CORRECTION 


The docket number of No. 18136, Jackson Traffic Bureau 
vs. Alabama & Vicksburg et al., was erroneously given as No. 
18138 in the Traffic World, December 17, p. 1412. 





» No. 5 


d com- 
es. Ags 
he rea. 
aid his 

plants 
1 would 


»d upon 
of their 
rded to 
He said 
proper 
9 fields, 
istances 
(1 rate, 
d be in 


Yommis- 
ciple of 
ie Com- 
the Vir- 
pon the 
mplaint. 
the last 
. earlier 
ir ques- 
€ cargo 
sonable- 
ice. In 
| he did 
aid that 
sion two 
liscrimi- 


on ques- 
najority, 
me. He 
1, stated 
se, such 
ing com- 
2w York 
; On the 
ir carry- 
the con- 
ovement 
made no 
miles or 
rence of 
cing ita 
rn fields. 
said the 
Hocking 
t consti- 
2s. The 
a route 
rates of 
apetition 
tion and 


that the 
of their 
lated on 
prevail- 
he said, 
and that 
for that 
low cost 
zuse the 
a by the 
1923, he 
iterested 
d not re 


e of the 
Y 16, in 
ations in 


yetitioned 
lly in re- 
an inter- 
in some 
it is in- 


\e 


Bureau 
n as No. 


February 4, 1928 












Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 






LOSS OF OR INJURY TO GOODS 


(Special Court of Appeals of Virginia.) Cuba held not an 
“adjacent foreign country,” within meaning of Cummins amend- 
ment (49 USCA, sec. 20; U. S. Comp. St., sec. 8604a), which 
makes initial carrier liable for any loss due to negligence of 
connecting carrier where goods are consigned from any point 
in the United States to a point in an “adjacent foreign country,” 
etc., although the negligence occurs on a connecting carrier’s 
line—Southern Ry. Co. vs. Southgate, 140 S. E. Rep. 661. 


Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Repovter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATIONS OF COMMON CARRIERS 


(Supreme Court of Florida.) The provisions of the organic 
law that no person shall be deprived of life, liberty, or property 
without due process of law, nor denied the equal protection of 
the laws, are not intended to hamper the states in the dis- 
cretionary exercise of any of their appropriate sovereign gov- 
ernmental powers, unless substantial private rights are arbi- 
trarily invaded by illegal or palpably unjust, hostile, and ap- 
pressive exactions, burdens, discriminations, or deprivations.— 
State ex rel. Pennington vs. Quigg, Chief of Police of Miami, 114 
So. Rep. 859. 

All property rights are held and enjoyed subject to the fair 
exercise of the state’s police power to establish regulations that 
are reasonably necessary to secure the general welfare of the 
state.—Ibid. 

The rule requirinng classifications made by statutes to be 
reasonable, has reference to those who are affected by a regu- 
lation and not merely to the subject regulated. Where a regu- 
lation affects alike all similarly situated with reference to the 
subject regulated a wide discretion is accorded to the legis- 
lature in selecting subjects for regulation. A subject of legis- 
lative regulation may be comprehensive or restrictive where 
constitutional provisions are not violated.—Ibid. 

All rights of common carriage on highways such as those 
conducted by means of drays, omnibuses, hackney coaches, and 
taxicabs are legislative grants or concessions, much lower in 
legal quality and dignity than the rights of ordinary use to 
which highways are incidentally subjected by citizens in travel 
and the prosecution of their business.—Ibid. 

The ordinary use of a city’s streets by a citizen is an in- 
herent right which cannot be taken from him by the city, and 
may only be controlled by reasonable regulation, but the right 
to use the streets for conducting thereon a private business is 
not inherent or vested, and can only be acquired by permission 
or license from the city, whose power to withhold such permis- 
sion or license is an essential and necessary prerogative of 
municipal government.—Ibid. 

The legislature has a wide discretion in classifying the 
subjects of police regulation; and a legislative classification will 
not be annulled by the courts unless it is wholly without a 
reasonable or practical basis. Unless a legislative regulation 
is applicable to some persons and not to others under essen- 
tially similar conditions so as to make the classification an 
arbitrary exercise of the powers of government that in material 
substance and effect unjustly discriminates between persons 
similarly conditioned with reference to the subject regulated, 
there is no denial of the equal protection of the laws.—Ibid. 

The right of a citizen to travel upon the highway and trans- 
port his property thereon, in the ordinary course of life and 
business, differs radically and obviously from that of one who 
makes the highways his place of business and uses it for 
Private gain, in the running of a stagecoach or omnibus. The 
former is the usual and ordinary right of a citizen, a common 
right, a right common to all, while the latter is special, unusual, 
and extraordinary. As to the former, the extent of legislative 
Power is that of regulation; but, as to the latter, its power 
is broader. The right may be wholly denied, or it may be per- 
mitted to some and denied to others, because of its extraordinary 
nature.—Ibid. 

If the title to the act fairly gives notice of the subject of 
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the act, so as reasonably to lead to an inquiry into the body 
of the bill, it is all that is necessary. The title need not be 
an index to the contents of the bill or act.—Ibid. 

“Jitney bus” is motor-driven trackless vehicle operated over 
certain routes between two or more particular points or places, 
carrying passengers for hire and reward to and from terminal 
points and intermediate points, and such vehicles are common 
carriers subject to appropriate governmental regulations.—lIbid. 

City ordinance, prohibiting granting permits for operation 
of motor busses in congested district, enacted pursuant to Sp. 
Acts 1925, c. 10847, sec. 3, sub-par. (hh), held valid exercise 
of city’s police power.—Ibid. 

City ordinance, title of which mentions regulating, may 
include power to prohibit use of regulated instrumentality within 
stated limits.—Ibid. 

Under Const. art. 8, sec. 8, legislature had power to enact 
Sp. Acts 1925, c. 10847, sec. 3, sub-par (hh), delegating to city of 
Miami power to license and regulate traffic on streets.—Ibid. 

(Supreme Court of Errors of Connecticut.) Since it is 
within the power of the state to regulate the use of its high- 
ways by those who pass through it, the state may require reg- 
istration of an automobile of a non-resident driven upon the 
highway on but a single occasion.—Morse vs. Lash Motor Co., 
Inc., 1389 Atl. Rep. 637. 

(District Court, D., Minnesota, Third Division.) A certifi- 
cate issued by the Interstate Commerce Commission to the Sec- 
retary of the Treasury, under transportation act 1920, sec. 209 
(g), being 49 USCA, sec. 77 (Comp. St., sec. 100711%4dd), stating 
the amount due from the United States to a railroad company 
to make good the guaranty in said section, is not an order 
reviewable by the courts under the acts giving District Court 
jurisdiction to review orders of the Interstate Commerce Com- 
mission, and the court is without jurisdiction to annul it or 
enjoin action thereunder.—Great Northern Ry. Co. vs. United 
States (Interstate Commerce Commission, Intervener, 22 Fed. 
Rep. (2d) 865. 


WESTERN CLASS RATES 


The Commission, in No. 17000, Part 2, Western Trunk Line 
Class Rates and the cases joined with it, has set them down 
for hearing at the Hotel Sherman, Chicago, Ill., April 5, before 
Commissioner McManamy and Examiners Koebel and Paulson. 
It is the expectation of the Commission that this hearing will 
be the final one. In connection with its setting of this hearing 
the Commission made the following announcement: 


The above entitled proceedings, to the extent specified in previous 
notices, are assigned for hearing or further hearing on April 5, 1928, 
at 10 o’clock A. M., standard central time, at the Hotel Sherman, 
Chicago, Ill., before Commissioner McManamy and Examiners Koebel 
and Paulson. 

It has been the understanding that the final hearing in these 
proceedings would not be concluded until the state commissions and 
shippers had been accorded a reasonable opportunity to study the 
exhibits containing the results of the traffic test and the terminal 
cost study which the carriers have been directed to furnish, and 
to prepare evidence dependent upon such studies. The Commission 
has not been definitely advised when these exhibits will be distributed. 
However, the engagements of the Commission are such that unless 
these proceedings are assigned for hearing on the date named in this 
notice, protracted delay may be unavoidable. 

As previously advised by circular letter of January 17, addressed 
to the group heads for further distribution to any interested parties, 
the initial requirements as to the traffic-test exhibit have been sub- 
stantially reduced. It is therefore expected that the carriers will 
be able by concentrated effort to complete and distribute these exhibits 
by March 1 so that the parties will have at least 30 days to study 
the exhibits and prepare desired evidence therefrom. If this is not 
done, the question of a further hearing to present such latter evidence 
only will be considered. 

It has been deemed necessary to assign the applications covering 
fourth-section departures in class rates in issue in these proceedings 
for hearing in connection therewith. The Commission has no option 
except denial if the applicants fail to justify the departures. How- 
ever, if the applicants do not wish to present evidence in justification 
of the existing departures, apparently the preferable method of pro- 
cedure would be to deny the applications with the understanding that 
the Commission will give consideration to a motion from applicants 
for postponement of the effective date of the denial orders until the 
establishment of such rates as may be prescribed in these proceedings. 
If fourth-section relief is required by respondents to publish rates so 
prescribed, appropriate applications for such relief may be filed sim- 
ond to those filed by defendants in the Consolidated Southwestern 

ases. 

Advice has been received that the Michigan Public Utilities Com- 
mission contemplates assigning the petition filed with it by the car- 
riers in the northern peninsula of Michigan for hearing at Chicago 
jointly with these proceedings. 

It is the expectation that the hearing now assigned will be the 
final hearing. The order of procedure will be determined at Chi- 
cago to suit so far as possible the convenience of the parties. It is 
tentatively suggested that the carriers present first the terminal cost 
study and the traffic-test exhibits, to be followed by the state com- 
missions, the Missis8ippi River cities, the Indiana interests, other 
interests in official territory, other shippers’ organizations and ship- 
pers, and carriers’ rebuttal evidence, and lastly, evidence based on 
the traffic and terminal cost studies. 


ST. LOUIS SHIPPERS’ CONFERENCE 
“The most revolutionary and drastic advance in freight 
rates ever proposed by the railroads affecting the St. Louis- 
East St. Louis-Alton-Belleville Industrial District will become 
effective April 3, 1928, if present plans of southwestern railroads 
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are carried through to a conclusion,” said a circular sent out 
by the St. Louis Shippers’ Conference Association, announcing 
a special meeting held February 3. It continued as follows: 


The general shipping public seems to be unaware of the serious- 
ness of this matter, but unless it acts promptly to forestall and 
prevent the proposed increases in freight rates, as contemplated by 
the railroads to points in southern Missouri, Arkansas, Louisiana, 
Texas, Oklahoma and Kansas, the result will be that many industries 
will cease the further conduct of their business throughout the south- 
west. 

As one high railroad traffic official was quoted at the St. Louis 
Shippers’ Conference Association meeting on January 27: “The changes 
proposed by the railroads are the most revolutionary in the history 
of rate-making and will paralyze industry throughout the St. Louis- 
East St. Louis industrial district, and when the general public 
becomes informed of the menace of the proposed changes it will be- 
— greatly distressed, petition Congress, and organize to protect 
tself.’’ 


At the meeting previously mentioned, it was stated by representa- 
tives of such industries as bottles, stoves, cereal beverages, iron and 
steel articles, various chemicals, lime, tobacco, paper and paper prod- 
ucts, and many other commodities manufactured in the St. Louis- 
a. a. Louis Industrial District, that they will be most seriously 
affected. 


Many of the traffic representatives of the larger industries in the 
district are greatly exercised and perturbed, and are taking drastic 
steps to protect their interests. They feel, however, that many in- 
dustries are overlooking the seriousness of the situation. 


The St. Louis Shippers’ Conference Association installed 
the following officers at its January meeting: President, R. 
Lee Orcutt, president, Lincoln Warehouse Company; first vice- 
president, A. H. Killinger, purchasing agent and traffic manager, 
Laclede Christy Clay Products Company; second vice-president, 
F. Mullivan, traffic manager, Crunden Martin Manufacturing 
Company; secretary-treasurer, J. H. Gleason, assistant traffic 
manager, Quick Meal Stove Company; directors, W. R. Huey, 
traffic manager, Bemis Brothers Bag Company; W. A. Bruce, 
traffic manager, Ralston Purina Company; W. T. Curran, traffic 
manager, American Stove Company; W. E. Rosenbaum, con- 
sulting traffic manager; C. A. Schmidt, traffic manager, United 
Drug Company; E. P. Costello, traffic commissioner, Merchants’ 
Exchange of St. Louis; and W. C. Lindsay, traffic manager, 
National Candy Company. 


ASKS ESCH CONFIRMATION 


The Chicago Shippers’ Conference Association has sent a 
letter to Senator Charles S. Deneen, of Illinois, urging him to 
do what he can to the end of obtaining the Senate’s confirmation 
of the reappointment of Commissioner Esch. The letter was 
written by H. R. Park, traffic manager, Chicago Live Stock 
Exchange, president of the association. It said the general un- 
derstanding was that the lack of confirmation was due to Mr. 
Esch’s vote in the lake cargo coal case, and deplored the pos- 
sible results of the Congress allowing a “disgruntled shipping 
group” to dictate Commission appointments, pointing out the 
need of experienced men on the Commission, in view of the 
heavy volume of work with which it is burdened. 


COMMISSIONER PORTER IN OFFICE 


Claude R. Porter, of Iowa, appointed to fill the vacancy 
created by the resignation of Henry C. Hail, took office this 
week. He did not come to Washington until after his commis- 
sion had been forwarded to him in Iowa. Senator Steck, of 
Iowa, went with him to call on President Coolidge. Mr. Porter 
occupied a seat on the bench with his colleagues at the initial 
session of the two days of argument in the lake cargo coal 
case, for a short time. 


COAL AND RAILROADS 


The Trafic World Washington Bureau 


Speaking in the Senate in support of the resolution calling 
for an investigation by the interstate commerce committee of 
the coal situation in Ohio, Pennsylvania and West Virginia, in- 
volving charges against the railroads with respect to beating 
down the price of coal, Senator Johnson, of California, precipi- 
tated debate in which reference was made to the Interstate 
Commerce Commission and the lake cargo coal rate case. 

Protesting against a suggestion that federal authority be 
resorted to to regulate the coal industry, Senator Neely, of 
West Virginia, said: 


The Interstate Commerce Commission, packed by this administra- 
tion, has already indirectly regulated that great industry of West 
Virginia to the verge of bankruptcy. We therefore oppose every sug- 
gestion of additional federal interference with the legitimate business 
of the greatest coal-producing state in the world. 


Senator Copeland, of New York, said West Virginia would 
submit to bankruptcy of her mines, as that was what it was 
coming to. 


Senator Neely said the coal operators of West Virginia had 
not submitted to that, adding: 


They have simply suffered it because a packed Interstate Com- 
merce Commission has created for Pennsylvania a monopoly of the 
soft-coal business of the northwest and by outrageous discrimination 
=— the coal operators of my state from the northwestern 
markets. 


Senator Copeland remarked that if the debate became suf- 
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ficiently hot, the senator from Pennsylvania would get up and 
show how the senator from West Virginia put it over the Com. 
mission; and that he would make a threat directed to the Pres. 
ident that the next time there was a vacancy on the Commis. 
sion, if he should not appoint a man who would stand by the 
mines of Pennsylvania, “God help the President!” 


NEWTON 15-A BILL 


Senator Newton, of Minnesota, has introduced H. R. 10376, 
a bill to amend section 15-a of the interstate commerce act. 
Except for one important sentence, the bill is substantially the 
same as the text of the 15-a bill approved by the National In. 
dustrial Traffic League (see Traffic World, Nov. 19, 1927, p,. 
1160). Sections 2 and 8 of the bill, the material sections with 
reference to the basis for making rates, are the same as sections 
2 and 3 of the League’s draft, except that the following sentence 
has been added to section 3 of the Newton Dill: 


The Commission shall investigate and determine from time to 
time what return shall be required to comply _with the law and 
shall make public its findings and conclusions with respect thereto. 


Representative Newton, who has adopted the bill as his own, 
said he had gone over the text with R. C. Fulbright, chairman 
of the legislative committee of the League. 

Changes in phraseology in the sections relating to return 
of excess earnings to carriers and cessation of the making of 
loans to carriers appear in the new Newton bill as compared 
with the League text. 


RAILROAD BILLS INTRODUCED 


Senator George, of Georgia, has introduced S. 2918, a bill 
relating to refrigeration and icing records in respect of ship- 
ments of perishable commodities in interstate or foreign com- 
merce. The bill would amend paragraph 3 of section 1 of the 
interstate commerce act by adding at the end thereof the follow- 
ing: “The term ‘refrigerator company,’ as used in this act, 
means any person furnishing refrigerator cars or refrigeration 
or icing service in connection with the transportation of prop- 
erty by any carrier subject to the provisions of this act.” The 
bill would amend section 20 of the act by adding two new para- 
graphs providing that the Commission may, in its discretion, 
prescribe the forms of any and all accounts, records, and men- 
oranda to be kept by refrigerator companies; that the records 
of such companies shall be open to the Commission; and that 
refrigerator companies shall furnish to lawful holders of receipt 
of bill of lading covering a shipment, on request, true and cor- 
rect copies of records as to all refrigeration or icing service 
furnished in connection with transportation of shipment. 

‘Representative Yon, of Florida, has introduced House Reso- 
lution 106, declaring it to be the sense of the House of Repre- 
sentatives that the Pullman surcharge “should be immediately 
abated and discontinued until such time as reduction of freight 
on agricultural products shall require the same to be reinstated.” 
The resolution stated that the Commission had refused to re- 
move the surcharge because adjustments of freight rates 
demanded more prompt attention but that the Commission has 
refused to grant reductions in rates on farm products. 


PENSIONS FOR RAIL EMPLOYES 


Senator Copeland, of New York, has offered a resolution 
calling -on the Commission to report to the Senate its opinion 
as to establishment of pension funds by railroads. The resolu- 
tion (S. Res. 127), which was referred to the interstate com- 
merce committee, follows: 


Resolved, That the Interstate Commerce Commission is directed 
(1) to report to the Senate the opinion of the Commission in respect 
of the feasibility of requiring each railroad which is subject to the 
interstate commerce act, as amended, to establish a pension fund for 
its employes, and (2) to include in such report, if in the opinion of 
the Commission such project is feasible, a statement of the plan for 
establishing such fund which the Commission deems most suitable. 


TELEPHONE INVESTIGATION 


Senator Johnson, of California, has offered a resolution in 
the Senate calling for the appointment of a committee of five 
members of the Senate to inquire into and report upon the 
financial structures of telephone companies, the intercorporate 
relations of such companies, and other similar matters. The 
senator said he offered the resolution particularly on behalf of 
San Francisco and Oakland. The resolution was referred to 
the interstate commerce committee. 

“Telephone rate cases are now before the Railroad Com- 
mission of California, the regulatory body of that state, and the 
increases demanded by the telephone companies are of the high- 
est importance to every municipality, not only of California but 
of the entire Pacific coast,” said Senator Johnson. “The i2- 
creases, our cities assert, are exorbitant and they stand ready 
to prove these increases are without justification. Their founda 
tion is in the peculiar jugglery of the relations of the telephone 
company with interrelated corporations. Only the Congress by 
appropriate investigation can develop the facts; and the resolu 
‘tion seeks by senatorial investigation that the truth may be 
revealed.” 
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A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 
(No anonymous letters or communications bearing fictitious signatures will be published.) 
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THE FLAG VERSUS PROFITS 


Editor The Traffic World: 

In your edition of January 28, 1928, you have an editorial 
with the caption “The Flag vs. Profits.’ You handled this sub- 
ject very well, but do not touch on one phase that impresses 
the writer as very vital—i. e., the fact that political pressure 
can be brought on government-owned and/or controlled steam- 
ships, which cannot be done on lines owned abroad. 

For example, the writer is creditably informed that it was 
the U. S. Shipping Board which established the procedure of 
giving the same rate of freight on grain and the products of 
same from the Gulf ports that was being given from Atlantic 
seaboard ports. This renders a service that certainly justifies 
a higher rate, and especially so in view of the fact that the 
railroad tariffs are constructed on a basis that gives grain and 
the products of grain for export decidedly lower rates via Gulf 
ports. 

The result is that a mill dependent on the Atlantic seaboard 
ports is seriously handicapped in doing business for export. 
You can easily verify the correctness of this information, and 
it strikes the writer that it is absolutely unfair, and how strong 
a factor politics may be in establishing this rate is problematical. 
The authority from whom we have this information uses this 
paragraph: 


In our opinion, the Shipping Board is to blame for this con- 
dition, and it is our understanding that the Shipping Board author- 
izes their Gulf ports agents to quote the same rates as other north 
Atlantic ports when necessary, and in order to get their share of 
the business the foreign lines must necessarily meet such competition. 


The Dunlop Mills, 
By Thomas L. Moore. 
Richmond, Va., Jan. 31, 1928. 


MOTOR VEHICLE REGULATION 


Editor The Traffic World: 

I was very much surprised in reading your otherwise ex- 
cellent editorial on motor vehicle regulation in the January 21 
issue of The Traffic World to note the following expressed view: 


_ One point that seems to us important is left uncovered by Mr. 
Flynn. That is the righteousness of Compelling motor vehicle common 
carriers, using the highways as a place of doing business, to pay 
something more for that privilege than the ordinary motor vehicle 
pays. We have suggested ways in which that could be done. Mr. 
Fynn does not refer to the subject at all—and, perhaps, it is as 
well to let this, too, go until a latter day. 


Inasmuch as the taxation of motor carriers, both intrastate 
and interstate, is primarily a privilege of the different states, I 
fail to see where or how Mr. Flynn could have recommended in 
his report to the Commission that motor vehicle common car- 
riers using the highways as a place of doing business should 
pay more for that privilege than the ordinary motor vehicle 
pays. You were probably unaware of the fact that in practically 
every state in the country the motor bus operator is taxed many 
times the amount paid by the private car owner for his privilege 
of operating over the public highways. 

In a survey which was conducted early last summer by Mr. 
H. R. Trumbower, professor of economics at the University of 
Wisconsin, and formerly economist for the U. S. Bureau of 
Public Roads, it was shown that the average license fee per 
motor bus operated, exclusive of gasoline tax, personal property 
tax, and income and excise taxes paid to the federal govern- 
ment, is $278.10, with the amount in a good many of the states, 
where motor carrier operation has reached a high peak of 
development, in excess of $500.000. In order that you have full 
information with respect to the amount of taxes paid by the 
average motor bus I am sending you, under separate cover, a 
copy of the minutes of the Motor Bus Division’s first annual 
meeting, held in Philadelphia June 15, 1927, which includes on 
ao 85 the detailed table Mr. Trumbower used in his presen- 
ation. 

The motor carrier has no objection to paying his fair share 
of the highway expense or a fair amount in excess of the pri- 
vate passenger car registration fee, for the privilege of using 
the highways as a place of business. (In this connection I 
might point out that the motor bus is serving a great many 
people who cannot afford to operate a private car but who have 
a very substantial interest in the public highways.) He does 
object to paying unfair and discriminatory taxes and would 
very strenuously object to the federal government levying a 
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tax on interstate highway transportation when he has already 
paid the states for the privilege of operating and when other 
interstate carriers are free from similar levies. 

I may have misinterpreted your expression but in view of 
the way you have worded it I could not let your statement go 
unchallenged. 

John M. Meighan, Secretary, Motor Bus Division. 

Washington, D. C., February 1, 1928. 


Notwithstanding what Mr. Meighan says, there is no fixed and 
uniform policy in the states (and certainly not interstate) of com- 
pelling motor vehicle common carriers to pay, as such, for their use 
of the highways as places of doing business. As to the propriety 
of the examiner of the Interstate Commerce Commission recommend- 
ing any such thing, he was, as we understand it, surveying the en- 
tire subject and it would have been proper for him to suggest any- 
thing he had in mind for the regulation of motor vehicles, whether 
or not it could be accomplished by federal legislation. As to the latter 
point, however, it could be done by refusing federal aid to state 
highways except where states complied with rules laid down by Con- 
gress.—Editor The Traffic World. 


SECTION 15A AMENDMENT 


Editor The Traffic World: 

When the distinguished editor of The Traffic World finds 
himself struggling between the horns of a dilemma, it is time 
for his friends to rush to the rescue; hence I hasten to give 
you my individual views in regard to Section 15-A. 

All of the panegyrics of praise that have been heaped upon 
this section of the act by railroad propagandists’ center on the 
one point that it assures a square deal for the railroads on the 
part of the Commission, thus giving the investing public con- 
fidence in railroad securities. Has it actually accomplished this 
result? If so, how? The essential features of the law are that 
railroad earnings, under efficient and economic management, 
shall, in the aggregate, be reasonable, i. e., as nearly as may be, 
yield a rate of return regarded by the Commission as reasonable 
on the value of the properties devoted to transportation. If 
any individual railroad earns more than 6 per cent on its value, 
half its earnings above that amount will be taken away from it 
by the government and the half remaining must be put in the 
carrier’s reserve fund. Is this an assurance that returns on 
railroad capital shall be more liberal than in the past? I fail 
to see it. Nobody knows what the “value” of railroad properties 
is upon which to compute a return. Such figure cannot possibly 
be determined except after many more years of research and 
litigation, if at all. The Commission is, therefore, charged, 
under the present act, with an impossible task. The most that 
any friend of Section 15-A can claim is that it serves notice 
upon the Commission that the carriers, in the aggregate, are to 
be given a chance to earn a reasonable return. That has 
always been the law and the policy of the Commission. If it 
is a good thing to have it in the form of a statutory enactment, 
the sensible thing to do is to word it in terms possible to comply 
with 

The Commission always has been as considerate of railroad 
needs as a judicial body could be. The notion that it has been 
hostile to the railroads or biased in favor of the shippers’ de- 
mands for state reductions is pure poppycock. I say this 
with firm conviction after more than twenty years of more or 
less intimate observation of the Commission’s work. Neces- 
sarily, the Commission must base its decisions upon the evidence 
before it, no matter how sympathetic it may be toward the 
alleged needs of railroads or shippers. The parties before it 
must prove their contentions by competent evidence or be de- 
nied the relief they ask. Most of the disappointment suffered 
by railroads or shippers on their failure to get what they wanted 
has been due to their own failure to prove their contentions. 

The critics of the Commission on the railroad and invest- 
ors’ side ignore or deliberately disregard the fact that the ag- 
gregate earnings, surplus, rate of return, and financial strength 
of the carriers increased steadily from the enactment of the 
Hepburn act in 1906 until federal control. The three years 
immediately preceding the war were the three best years in 
the history of railroads. Government regulation without any 
Section 15-A was a blessing to the railroads, and not a curse. 
The Commission, of course, had nothing to do with the showing 
of the railroads under federal control. Immediately thereafter, 
it gave the railroads substantially all they wanted in the way 
of rate increases. It would, in my opinion, have allowed these 
increases whether Section 15-A had been in existence or not. 
Certainly it had very little authentic data before it upon which 
to compute a rate of return as contemplated in 15-A. The post- 
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war depression hit the railroads as it did all industries, but 
the railroads came through it with less distress and losses than 
any other industry I know of. Since that time they have re- 
habilitated themselves magnificently, have financed themselves 
without difficulty, and the market prices of their securities have 
enhanced greatly. The Commission should be given credit for 
its part in making all this possible. To say that Section 15-A 
is responsible seems to me to be nonsense. The most good 
that can be claimed for Section 15-A is that it implies an inten- 
tion on the part of Congress that the railroads shall not be 
unfairly treated. This is perhaps salutary, but it involves no 
different policy on the part of the Commission than it has always 
followed. 


The requirement of Section 15-A that the Commission shall 
initiate, modify, and adjust rates to produce an adequate return 
is practically impossible of enforcement. The Hoch-Smith res- 
olution is generally blamed as the cause of the present multi- 
tude of general rate investigations. It is not generally realized 
that Section 15-A imposes the duty of initiating rates upon the 
Commission, and that under this provision general investigations 
of all rates would be necessary, irrespective of the Hoch-Smith 
resolution. The Commission hasn’t gotten very far in its efforts 
to readjust and stabilize rates throughout the country through 
these general investigations. Its decisions seem to make things 
little better, if not worse than they were at the start. This is 
the fault of our system of regulation. No single body of men 
can possibly readjust the whole rate structure of the country 
or any large part of it without muddling things. The records 
upon which the findings are made are the most muddled up mess 
imaginable. The highly technical and complicated relationships 
of rates cannot be changed over considerable areas without 
creating new complications. Problems of rate readjustment can- 
not be solved by present methods. If cost of service and what 
the traffic will reasonably bear are to be controlling we will 
have to learn more about cost and then learn to work out the 
rates according to what the traffic will bear by cooperation and 
conference between the shipping public and the railroads rather 
than by resorting entirely to the conclusions of an overworked 
governmental agency as we do now. The initiation of rates 
should be left with the carriers. The Commission should act 
only as umpire. 


The requirement of 15-A that rate levels shall be based 
upon the value of railroad properties is in my opinion another 
impossibility. It: is unsound in principle. The true value of 
any property, railroad or otherwise, depends upon the security 
and earning power of the investment. The value of railroads 
therefore must necessarily be a fluctuating thing depending on 
the character and the amount of their traffic as well as on the 
rates that they charge. To find a certain sum to be the “value” 
of the railroad property would therefore be an arbitrary thing 
at best. If our experience in the years of valuation work that 
have been undertaken is any guide, it will take a lifetime to 
determine even the basis for such arbitrary figure, to say 
nothing of keeping it up to date. Valuation investigations 
already held have perhaps been of some use in dispelling the 
notion that railroad stocks are largely “watered,” but our ex- 
perience ought to convince us now of the unwisdom of basing 
rates upon some hypothetical sum called value. The most we 
can do in that regard is to see that rate levels are, on the whole, 
adequate'*to attract necessary capital to railroad properties. 


The “recapture” clause has received little public attention 
up to this time because nobody knows until railroad “values” 
may be determined by the courts, what effect it may have. I 
know of no substantial sentiment among the shipping public, 
certainly none among the railroads, calling for “recapture” or, 
more properly, confiscation, of the earnings of any railroad that 
is fortunate enough, through good management or good location, 
to earn more than 6 per cent, assuming, of course, that the 
general rate levels are not unreasonably high. Such a pro- 
vision, if enforced, would probably encourage extravagance or 
carelessness on the part of such a railroad after its revenues 
would have to go fifty-fifty to the government. Such a result 
would obviously be bad for the shipping public in the long run. 
The provisions of Section 15-A that such recapture fund should 
be used by the government for loans to railroad companies need- 
ing money or to purchase railroad equipment seems to me to 
be wholly undesirable and impracticable. If carried out, it 
would simply mean that the government would become the 
owner of railroad property, or railroad banker, or both. I do 
not think the government is suited for either of these functions, 
nor is there any necessity that it go into such activities. 


Summing up, it appears that Section 15-A, as it now reads, 
contains provisions that are undesirable and unenforceable. 
Its only good feature is that it may give investors confidence 
in the fact that the Commission will be fair to railroad capital 
in fixing rate levels. It is, of course, possible to amend the act 
retaining this desirable feature and eliminating the bad points. 
That is what the National Industrial Traffic League advocates. 

C. E. Childe, Manager Traffic Bureau, 
Omaha Chamber of Commerce. 
Omaha, Neb., Jan. 23, 1928. 
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THE TREND IN PASSENGER TRAVEL 


(From an address by Ralph Budd, president, Great Northern Railway 
Co., before the Society of Automotive Engineers, New York, Jan. 12.) 


We have become so accustomed to the ever increasing 

commercial and industrial activity in the United States that 
our appraisal of business conditions at the end of a year as 
“good,” “fair,” or “excellent” generally is based upon compar. 
ison with the increases in other years. It, therefore, comes as 
a distinct shock to hear of a substantial and continuing de- 
crease, especially in an old established line of business. 

Such a decrease is that in railway passenger traffic since 
1920. In that year approximately 1,270,000,000 passengers were 
carried on the railways of the United States. In 1927 the num- 
ber had declined to approximately 840,000,000, a decrease of 
approximately 3314 per cent. During those seven years the 
population of the United States increased approximately 13 per 
cent. 

As any business declines, it becomes necessary to reduce 
expenses. When freight traffic declines, less freight trains are 
run as a matter of course, but taking off passenger trains is 
not a simple matter, and so we find that with only two-thirds 
as many passengers in 1927 as in 1920, the railways made about 
99 per cent as many passenger train miles. The loss of pas- 
senger traffic has been more severe on the western roads than 
in the East, the number of passengers handled in the Western 
District being only about one-half as large in 1927 as in 1920. 
To localize still further, in the state of Minnesota the railways 
in 1927 handled about one-third as many passengers as they 
did in 1920 and made about 92 per cent as many passenger 
train miles, while the population of Minnesota increased about 
15 per cent in that period. 

The reduction in train miles probably has been offset by 
the heavier passenger cars now in use, so there probably has 
been little, if any, reduction in ton miles of passenger train 
service. It is, therefore, a fact entitled to very serious consid- 
eration that the falling off of railway passenger revenue means 
almost an equivalent reduction in net income which must be 
made up out of freight and through passenger earnings. A 
reduction in passenger train miles would reduce the net loss. 

There probably never has been a seven year period when 
the total amount of traveling done in the United States in- 
creased so much as it has since 1920, and this has been true in 
the West and Northwest as well as elsewhere. The loss in 
railway passenger business merely represents a change in mode 
of travel by the public. The railway continues to be supreme 
in long haul passenger traffic just as it is in freight traffic, and 
it is difficult for me to believe that the through passenger busi- 
ness of the railways will not continue to increase with the 


POSITIONS WANTED OR OPEN 


POSITION WANTED—Traffic manager, fifteen years’ experience, 
railroad = industrial traffic; age 37; married; now employed. Ad- 
dress O. L. M. 80, care Traffic World, Chicago, III. 


POSITION WANTED—Experienced Traffic man, available March 
; 380 years of age; single; 12 years’ —— in traffic work, 
ot —— and industrial. Address E. F. F. 78, care Traffic World, 
cago, 4 
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POSITION WANTED—Traffic manager or assistant, several years’ 
experience, good knowledge all phases traffic matters, rates, routes, 
=. classification, adjustments, etc.; now employed. ” Address 
O. S. T. 74, care Traffic World, Chicago, lil. 








AUDIT BUREAU—Fully equipped. Excellent chance for right 
party to buy or manage. Address E. R. Z., care The Traffic World, 
cago, 








BALTIMORE, MD. 


GENERAL MERCHANDISE STORAGE 
Pool Car Distribution. Forwarding—Rigging 


BALTIMORE TRANSFER CO. 


Telephone Calvert 0300 300 Block, North Front St. 





















C&A TERMINAL WAREHOUSE Co. 


Connection with tunnel 
service to depots and 
central location give 
speediest deliveries at 
minimum cost. 


358 W. Harrison St., Chicago 
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4 Modern 

a Industrial Center 
Planned Specially for 
a Warehouse and Factory 








1925 


, Industries located 
at Clearing 


C. W. H. Carter, Inc. 
Chicago Chemical Co. 
Chicago Lubricating Oils Co. 
Wm. F. Klemp Co. 

The Royal Steel Co. 

United States Can Company 





Chicago Steel Tank Co. 
Chicago Veneer Co. 


Congoleum-Nairn, Inc. 
Conover Company 





Chipman Chemical Eng. Co. 


Foster Bolt &@ Nut Mfg. Co. 





at Clearing 


Great Western Paint Mig 
H. R. Selover Co. 
Lock Joint Pipe Co. 
Morrison Railway Sup? 
New Home Sewing Ma 
Standard Stone Co. 


Belt Railway of Chicago Service 


THE CLEARING INDUST#I 


38 South Dearborn Streetfl 
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Industries located 


A Three Yp 


of Growing cAchievementthe 
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| 
| 2 , ‘ 
| Industries located 


at Clearing 
Arkell Safety Bag Co. Illinois Bottled Gas Co. Met-L-Wood Corporation 


Iai 9 
. Central West Paper Bag Co. Ingot Iron Fabricating Co. Murphy Varnish Co. 

Co Chicago Duntile Products Co. Joy-Tarbell Lumber Co. National Air Transport Co. 
nt , Supe Coleman Lamp & Stove Co. Karg Tire & Rubber Co. Plamondon & Gabriel 
peice Crescent Engineering Co. Jas. H. McCauley & Co. Superior Flake Graphite Co. 
“Cc i Essex Varnish Co. Lawrenceville Cooperage Co. Wilson Imperial Co. 
7 s L. B. Foster Co. Long Bell Lumber Co. Allen B. Wrisley Co. 
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Labor of cAll Kinds Plentiful 


TAL DISTRICT of CHICAGO 


treetf lelephone Randolph 0136 





























































82 INDUSTRIES IN THE CLEA 


RING INDUSTRIAL DISTRICT 


AND THEIR MANUFACTURED PRODUCTS 


AMALGAMATED ROOFING CO............... Sainte tuatatae 
PEE es Ee MNER CO eg oii sin ice cies te ceeies ca rewneeiees 
Alree* COMPANY.......... irate. oi aco tani dniicrocaia ela ate anaes 
ATHEY TRUSS WHEEL CO... 
H. L. BAUMGARTNER CORP.... 
BERSTED MFG. CO........ 
THE BORG & BECK CO... 


CENTRAL WEST PAPER BAG CO... 2.2.0. cic cecccccesrsces 
CHICAGO: CHENNCAL CO... ccc cece Molecuiend oaletnreoreey cere 
CHICAGO DUNTILE PRODUCTS CO...... 2.22. cc cess scccees 
CHICAGO LUBRICATING OILS CO... 2... 2... c eee c ec ccc cece 
CHICAGO STEEL, FAN Goin nce ccc eee e mew antec 
CHICAGO VARNISHED TILE CO..........c2es cece cecees 
CHICAGO VENEER CO)... ccicicctsitsievicciswecce cose swe sees 
CHIPMAN CHEMICAL ENGINEERING CO., INC......... er 
CLEARING BUILDING MATERIAL & COAL CO..........-.. 
CLEARING OUTDOOR STORAGE CO...........:+-seeeeeee 
COLEMAN LAMP AND STOVE CO... 2.2... .ccscsecescecves 
COMMERCE PETROLEUM CO..........-- ee eee ee eeee reece 
COMMERCIAL, PULVERIZING CO... .. 220s. ccceceeccescsees 
CONGOLEUM-NAIRN, INC.......... ralcieneies 
CONOVER COMPANY 6.5 ccc cic cer sces scenes sgearais 
COGENT E, CAN Coo cciie sree sect nines nee ae vis 
CORN PRODUCTS REFINING CO............+e00. phtens 
CRESCENT ENGINEERING CO... 220202 c ccs cee escsee ‘ 
CROOKS TERMINAL WAREHOUSES... .. 2.2.2 cece ce cwcsce 
DOUBLENE OIL & REFINING CO........ si elleiiten ee aroreceretenatats 
CE WIE Ci ois oct cc cece ete tet eee Sis eee cuciene 
FANPFOLD ROLL. PAPER CO)... ccc cis ceiceccsscereccccnvases 
FOSTER BOLT & NUT MFG. CO... . ccc cee ees 
eB eS Sa 

FULTON ASPHALT CO....:.....2066: ere eS 
GREAT WESTERN PAINT MFG. CO............. 
HAMLER BOILER & TANK CO 

W. D. HODSON & SONS........ Sores ; 
HYDRO-STONE PRODUCTS CO. BideaPmcesteeteneanias 
ILLINOIS BOTTLED GAS CO.. 

INLAND GLASS COMPANY... 

INGOT IRON FABRICATING CO 

JOY-TARBELL LUMBER CO. 

KALMAN STEEL COMPANY. 

KARG TIRE & RUBBER CO 

Wire PF. BEEe COL... cee. ahs 

H. J. KOHNSTAMM & CO., INC 

LAKE SHORE OIL CO......... ree - jeamehcherata a 
LAWRENCEVILLE COOPERAGE CO. rae peasant evahe aren’ 
eee NE MUNI: OPER eo <a: v1.3.4: 5:50) 0.e0il ear ecwilp-ai lel aie Ware wore sles ° 
LONG-BELL LUMBER CO. 

JAS. H. McCAULEY & CO onan 

MASSEY CONCRETE PRODUCTS CORP. 
MATTHEWS STEEL CASTINGS, INC... 
MET-L-WOOD CORPORATION..... , 

GEORGE FH. MORRILL CO..... 0.5.2. 

MORRISON RAILWAY SUPPLY CORP. 

MURPHY VARNISH CO...... 

NATIONAL AIR TRANSPORT 

NATIONAL. OXYGEN CO.......... : 

NEW HOME SEWING MACHINE CO.. 

OHMLAC PAINT & REFINING CO. 

A. J. O'LEARY & SON CO.. Dictate erotica mae Mexaerare 
Pipemererars G GABRIEL... o.- ce cicivcnvsccensn 
PUBLIC SERVICE CO. OF NORTHERN ILLINIOIS 
READE MFG. CO...... ree ; Aero ahepers 
REZILITE MFG. CO... : 

THE. ROYAL STEEL CO... ; 

WALTER H. SCHENK CO...... 

SERVICISED PRODUCTS CO 

MM. B.. SELOWER CO)... cevcsccccvess : 

SILICA BRICK & ENGINEERING CO.. ; an 
STANDARY OF, CO....2. 60252055 sey ean Saeiepars ofa yee brea 
STANDARD BIOGNG GO. ccc ccc cece 
SUPERIOR FLAKE GRAPHITE CO 
SWAN-FINCH OIL CORP.. 

ROBERT F. TRUMBULL.. 

O.COM GR ns ces 

pf 2 s.r 

WHITAKER MFG. CO............ 
WILSON & BENNETT MFG. CO. 
WILSON IMPERIAL CO.... 

ALLEN B. WRISLEY CO 


PREPARED ROOFING, ASPHALT SHINGLES 
BAG LININGS 

WEATHER STRIP & WINDOW SHADES 
TRUSS WHEEL EQUIPMENT FOR HEAVY HAULING 
CORE OIL & PARTING SAND 

ELECTRIC HOUSEHOLD APPLIANCES 
AUTOMOTIVE VEHICLE CLUTCHES, ETC 
LITHOGRAPHERS SUPPLIES 

BRAKE SHOE CASTINGS, ETC. 

PAPER BAGS 

WATER TREATING CHEMICALS 

BUILDING TILE 

LUBRICATING OILS 

STEEL TANKS 


- WALL PAPERS 


VENEER WAREHOUSE 


- WEED KILLER 


BUILDING MATERIAL & COAL 
OUTDOOR MATERIAL STORAGE YARD 
GASOLINE LAMPS AND STOVES 

OIL STORAGE 

PULVERIZING 

LINOLEUM PRODUCTS 


. DISH WASHING MACHINES 


TIN CANS 


. STARCH & CORN PRODUCTS 
. ELECTRICAL CONTRACTOR 


GENERAL MERCHANDISE STORAGE 


. OIL REFINING 


VARNISH, LACQUER AND JAPANS 
PRINTING SPECIALTIES 


-BOLTS AND NUTS 
- TRACK EQUIPMENT 
- ASPHALT PRODUCTS 
. PAINTS 
.. BOILERS, FABRICATOR OF STEEL PLATE, ETC. 
. LUBRICANTS 
. CONCRETE BUILDING TRIM 
- BOTTLED GAS 
. ILLUMINATING GLASSWARE & SPECIALTIES 
- ARMCO IRON CULVERTS 
. LUMBER 


REINFORCING STEEL BUILDING PRODUCTS 


.. AUTO TIRES. 

. STEEL GRATINGS AND BUILDING SPECIALTIES 
.-LAUNDRY SUPPLIES. 

.. LUBRICATING OILS & GASOLINE 

.KEGS AND BARRELS 


CONCRETE WATER AND SEWER PIPE 


. SASH AND DOORS 
. HEATING CONTRACTOR 


REINFORCED CONCRETE PRODUCTS, RAILWAY SUPPLIES 


ELECTRIC STEEL CASTING 
. MET-L-WOOD PRODUCTS 


PRINTERS INK 


.RAILROAD TRACK SUPPLIES 

.. VARNISH AND LACQUERS 

.. AIR TRANSPORTATION 

. OXYGEN—COMMERCIAL 

.SEWING MACHINES 

. PAINT—REFINED BITUMINOUS PETROLEUM 
. IRON AND STEEL PRODUCTS 


DECORATORS 


. TRANSFORMER STATION 
. WEED KILLER, CHEMICALS 
.. CONCRETE SPECIALTIES 
.. WELDED TUBING 
. MILLWORK, LUMBER, COAL, BUILDING MATERIAL 
. ASPHALT PRODUCTS 


COAL DISTILLATION 


_. SLAG BRICK 


DISTRIBUTION CENTER 


..CUT STONE FOR BUILDING TRIM 
.. GRAPHITE PRODUCTS 
. HEAVY OILS AND GREASES 


ASPHALT PRODUCTS 


.. TIN CANS 
..GRINDING MILL 
. PARTS FOR AGRICULTURAL IMPLEMENTS 
.. STEEL CONTAINERS 
. VARNISH REMOVER 
- SOAP AND PERFUMES 
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“Tue Cornucopia” is one of 
the fleet of 61 named Pennsyl- 
vania freight trains that have set 
remarkable records for regularity 
and dependability of on time 
arrival. 


“THE (“oRNUCOPIA” 


a freight train that contributes daily 
to the Nation’s prosperity 


HE ancient Greeks believed the 
cornucopia or ‘“‘horn of 
plenty” to be an attribute of all the 
deities who controlled the prosperity 
of the earth. 


Though the Greek gods and god- 
desses have long since passed into 
the fascinating pages of mythology, 
the cornucopia has remained as a 
symbol of wealth and prosperity— 
so much so that even Christmas 
trees must carry several in order to 
be properly dressed. 


Cornucopias come in many sizes 
—but perhaps the largest of them 
all is “The Cornucopia” of the steel 
rails, the newest member of the Penn- 
sylvania’s fleet of through freight 
trains known as the “Limiteds of the 
Freight Service.” 


This “Cornucopia” is well named. 
For it carries grain and flour, prod- 
ucts of the Western Country—the 





Here are three other Pennsyl- 
vania freights whose regular 
on time arrivals have earned 
them distinctive names: 


‘“‘THE MASCOT’’ 
Merchandise 
Chicago to Pittsburgh 


‘“*THE CAT BIRD’’ 
Perishable —-—- Merchandise 
Norfolk to New York 


‘*‘THE BULLET’’ 
Perishable Freight 
Indianapolis to Seaboard Cities 





granary of a continent. “The 
Cornucopia” carries its cargoes from 
Buffalo to the Eastern seaboard, 
connecting with Great Lakes 
steamers. 


In addition to its regular cargoes 
of grain and flour, ‘““The Cornu- 
copia” also has room for other mer- 
chandise that is seaboard bound. 


* * * 


Like the other carriers in the Penn- 
sylvania’s ““Limiteds of the Freight 
Service’—“The Cornucopia” is 
manned by a vigilant train crew. 
The efforts of this crew, combined 
with those of hundreds of men along 
the route, have brought this big 
carrier through on schedule regu- 
larly and dependably month after 
month. 


Carries more passengers, hauls more freight than any other railroad in America 






PENNSYLVANIA RAILROAD 
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growing population and wealth in this country of great dis- 
tances. Except in and out of the largest cities, however, there 
is no doubt about frequent trips by small transportation units 
suiting the local traveler. The gas-electric rail motor car, which 
is being used quite extensively by railways, is a step in re- 
sponse to that requirement; the highway motor bus is a further 
move in the same direction; the private automobile, of course, 
is the ultimate in local travel. There are about 20,600,000 auto- 
mobiles in this country. Practically all of them are carrying 
passengers practically every day. In the aggregate, they are 
handling many times more people than the railways did during 
their busiest days of 1919 and 1920. 

The private automobile is responsible for railway passenger 
revenue being $250,000,000 less in 1927 than in 1920. The con- 
venience of highway travel is responsible for the motor bus, 
which in its best development affords flexibility as to route, 
schedules, and service as well as riding comforts comparable 
with the automobile, and at a cost comparable with railroad 
fare. Seeing these advantages, a great many small operators 
began a few years ago to run buses, with the result that there 
was, and in many localities there still is, an excessive number 
of buses on the highways, while the railways, on tracks parallel 
with the highways, are continuing to maintain approximately 
their former schedules. As the public ultimately pays for all 
such transportation, it clearly was and is in the public interest 
to eliminate the wasteful duplication. The ideal arrangement 
would seem to be the substitution of correlated bus and train 
schedules for the several competing buses and trains. 

Summer travel from the middle and lower sections of the 
Mississippi Valley to the hundreds of lake resorts of Minnesota 
illustrates how a bus system may serve as a connection for rail- 
way lines. Six railways bring passengers from the South to 
the Twin Cities whence bus lines radiate to all parts of Minne- 
sota, reaching the lakes directly and with frequent service. A 
combination rail and bus haul thus offers the quickest, cheap- 
est, and most economical way for thousands of tourists to visit 
the Lake Park Region of Minnesota and by using the connect- 
ing bus lines and explaining the advantages to their patrons, 
the railways are able to win an important passenger movement 
that otherwise would go by private automobile. 

In some cases, the best results may be obtained by having 
the railway operate the buses as well as the trains. I consider 
regulation of the carriers of commerce on the highways as well 
as of those on the railways a prerequisite to such an arrange- 
ment. The various states now have pretty complete bus regula- 
tion within their borders, but the matter of federal regulation 
is a live issue. The majority of bus operators recognize the 
necessity for some federal legislation to provide for such regu- 
lation, but question the extent to which federal should super- 
sede state authority. 

Intrastate commerce comprises such a large part of the 
total commerce carried by motor busses that their regulation 
should be left to the state authorities as far as possible. The 
problems for the most part will be local problems, even though 
companies may operate across as well as within state bound- 
aries. The requirement of a certificate of necessity and con- 
venience for interstate operation really seems to be the only 
pressing necessity for any federal legislation. The first ques- 
tion to determine is whether highway busses are desirable. If 
they are, care should be taken in outlining regulation of them 
not te strangle the industry instead of protecting it, and the 
industry should be allowed to develop and become reasonably 
stable before too much is attempted in the way of detailed 
regulation. How all this can best be done involves legal and 
practical questions of such intricate nature that I can do no 


more than to indicate, as I have, the result which should be - 


sought. 

Taxation is closely related to regulation, especially since 
regulation includes the fixing of rates and fares. There is no 
uniformity in the motor vehicle tax plan of the various states, 
but most states have adopted the idea that motor vehicle and 
gas taxes should go for highway construction and upkeep, if 
they do not indeed provide the entire fund. The tax on gaso- 
line in this way has come to be almost universal. 

Those who choose to make use of the public highway by 
riding in commercial vehicles may well insist that they are en- 
titled to the best service and the lowest fares that the com- 
panies can give, and that taxes beyond what would be fair and 
equitable, considering the use of the highways by these vehicles, 
place an unfair burden upon the riders either by requiring a 
higher fare or by depriving them of a frequency or quality of 
service that otherwise would be available to them. 

Taxation and regulation should be separate functions, the 
former based on the proportion the use of the bus bears to the 
total use of the highways and the latter covering rates, sched- 
ules, and safety for passengers, as well as such things as size, 
weight, and speed of the bus to insure proper use of the high- 
ways and protection of other vehicles using them. 

It seems to me that the public would get the most for its 
money if all regulation of all carriers of commerce would leave 
the managers of the tyansportatien agencies as free as possible 
in a gperation. Individual initiative is so desirable that it 
sho be entouraged, especially during the development period 
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of this new form of public transportation. Restrictions which 
prevent a substantial amount of experimenting will delay ang 
may preclude ultimate attainment. 

There is no question but what the motor bus will become 
a more important factor in local passenger traffic and that the 
motor transport business will be a permanent and substantia] 
institution if there is accorded to it a recognized, definite, ang 
stable public policy based on fair and reasonable regulation 
and taxation. 

Granting such treatment at the hands of regulatory bodies 
the future of the motor bus industry in large measure will be 
what the operators make it. Among the marks to aim for, the 
most important are greater travel comfort for passengers and 
lower cost of operation. 

In conclusion, the trend is, and for several years has been, 
toward the highway for local travel, while long journeys cop. 
tinue to be made by rail. The private automobile, and not 
the highway bus, is the cause of this trend. Railways may use 
buses to advantage in combination with rail trips and so may 
hold some travel that otherwise would go entirely by auto. 
mobile. Buses may also be used to take the place of local train 
service which has become unprofitable, but which without some 
substitute would have to be continued. The ultimate extent 
of highway bus development depends, first, upon whether the 
public will consider the service important enough so that it 
will adopt towards the industry a fair, reasonable, and, above 
all, a definite and stable policy of regulation and taxation, and 
second, upon how far bus operators will go in providing the 
best equipment that can be devised and in giving schedules 
and other service that meets every need of local travel, includ- 
ing reasonably low fares. The enterprise which operators have 
shown thus far and the willingness of manufacturers to co- 
operate with them in making improvements leaves little doubt 
as to the future. 


CRITICIZES FLYNN REPORT 


The National Automobile Chamber of Commerce has issued 
a statement quoting from an article by John C. Gourlie in 
“Automotive Industries,” on the proposed report of Attorney- 
Examiner Leo J. Flynn in No. 18300, motor bus and motor 
truck operation. 

Proposals for regulation of motor truck and motor busses 
contained in the Flynn report are “pretty thoroughly” in accord 
with the position of the railroads, says Mr. Gourlie, according 
to the chamber’s statement, which continues as follows: 


The plan for truck and bus regulation suggested by Mr. Flynn is 
essentially identical to the Cummins bill which was before the Sixty- 
ninth Congress and which “everyone supposed to have been safely 
interred more than a year ago,” says Mr. Gourlie. Hearings on the 
Cummins bill were held by the Senate committee on interstate com- 
merce before the Interstate Commerce Commission started its inves- 
tigation of truck and bus relationship to railroad service, Mr. Gourlie 
points out. Hearty opposition to inclusion of trucks in interstate regu- 
latory measures was recorded by both operators and shippers, who 
said it was unconstitutional, inequitable and impractical, Mr. Gourlie 
indicates. 

Taken as a whole, Mr. Flynn’s proposals are gravely defective 
from the standpoint of truck and bus operators and manufacturers, 
Mr. Gourlie concludes. 

“Truck services and rates are necessarily governed by day-to-day 
considerations and the very value of truck service lies mainly in 
their flexibility which would be destroyed by regulation, so clearly 
brought out by truck operators and shippers at the I. C. C. hearings 
upon which Mr. Flynn’s report is based,” says Mr. Gourlie. 

‘If the legislation proposed by Mr. Flynn is approved, common 
carrier truck operators will probably find themselves at a competitive 
disadvantage with the contract carriers, unregulated as to rates and 
schedules. Even private shippers owning trucks frequently hold 
themselves out for hire for return loads and other special services, 
and they should be particularly alarmed at the possibility of being 
classified as common carriers. From them perhaps the most effective 
opposition to the Flynn proposal will come. 

“Apparently truck and bus operators coming under federal regu- 
lation—which may involve all common carriers—will be concerned 
in the intricacies of quoting through-rates for combination rail and 
motor shipments. Not less important, the consolidations of bus lines 
— pany believe to be imperative would apparently be impeded 
seriously. 

“Another item of Mr. Flynn’s proposed plan that operators will 
scarcely relish is the ‘grandfather clause,’ covering both truck and 
bus interstate operations. He would have certificates granted to 
operators who were established in interstate business on March 3, 

25, and who have been continuously in service since then; others 
would have to show public convenience and necessity.” 


HIGHWAY FUND BILL 


Representative Browne, of Wisconsin, has introduced H. RB. 
10142 a bill to create a special highway fund of $407,341,145 from 
proceeds of the sale of surplus war material, highway edquipD- 
ment and supplies to the government of France. The fund 
would be allotted among the states in the same proportion a8 
federal aid road funds authorized each year. The Americat 
Motorists’ Association is supporting the bill. 


POSTAL RATE HEARING 


The House committee on post office and post roads will 
begin hearings February 8 on H. R. 9296, the postal rate revi 
sion bill introduced by Representative Griest, chairman of the 
committee. (See Traffic World, Jan. 21, p. 164.) 
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Itso happens that Wilming- 
ton on the Delaware is 
ideally located to serve 
shipper and carrier as a 
world port. Its Modern 
Marine Terminal lies at the 
confluence of the Christiana 
and Delaware Rivers— 
within 70 miles of the ocean 
capes, 125 miles from New 
York, 25 miles from Phila- 
delphia, 75 miles from 
Baltimore. 


It is free from ice embargoes 
in the winter. 


We invite correspondence but 
should particularly welcome a 
personal interview. All inquiries 
will be held in strict confidence. 
Please address 


Charles H. Gant, Manager 
Wilmington Marine Terminal 


Wilmington, Delaware 


WILMINGTON 


on the Delaware 


“The Port of Pe 
bar ) 
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PORT HOUSTON ? 


Here are some of its high lights— 


| 


Ist. It is the logical approach to the vast 
Southwest Empire. 


| 
.2nd. It is the logical outlet for the manufac- 
turer and shipper of the Southwest. 


8rd. It has the facilities for prompt handling 
of any kind of merchandise. 


| 4th. Its rail facilities are such as to afford 
substantial rate advantages. 


Nineteen railroads pull in and out of 
Houston covering every TEXAS Com- 
mon point and points in 


LOUISIANA 
ARKANSAS | 
OKLAHOMA 
ARIZONA | 
NEW MEXICO 
COLORADO | 
| 
| 
| 


Complete information will be found in the 


PORT BOOK 
A copy of which will be sent you FREE © 
for the mere ing. : 
Address your request to 


DIRECTOR OF THE PORT | 


5th Floor Courthouse 
HOUSTON 
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JONES MARINE BILL 


The Traffic World Washington Bureau 


Passage by the Senate this week of the Jones marine Dill 
requiring unanimous consent of the Shipping Board for sales of 
vessels and authorizing a ship construction program by the 
government placed the issue before the House of Represent- 
atives as to whether or not it also would vote contrary to the 
views of President Coolidge on ship sales and ship construction. 
The bill will be considered by the House committee on merchant 
marine and fisheries and an effort will be made to modify it or 
to substitute other provisions for those now in the bill. Whether 
or not President Coolidge will veto the bill if it passes the 
House as it passed the Senate is a matter for conjecture, but 
the President has not been more outspoken in opposition to any 
piece of proposed legislation than he has been in the case of the 
Jones Dill. 

The bill, characterized by its opponents as committing the 
government to permanent government ownership of the mer- 
chant marine, was passed by a vote of 53 to 31. The senators 
who voted for the bill were Ashurst, Barkley, Black, Blaine, 
Brookhart, Broussard, Bruce, Capper, Caraway, Couzens, Dill, 
Fletcher, Frazier, George, Gerry, Glass, Gooding, Harris, Harri- 
son, Hawes, Hayden, Heflin, Howell, Johnson, Jones, Kendrick, 
La Follette, McKellar, McMaster, McNary, Mayfield, Neely, Nor- 
beck, Norris, Nye, Oddie, Ransdell, Reed of Missouri, Robinson 
of Arkansas, Robinson of Indiana, Schall, Sheppard, Shipstead, 
Simmons, Smith, Swanson, Thomas, Trammell, Wagner, Walsh 
of Massachusetts, Walsh of Montana, Wheeler and Willis. 

The senators who voted against the bill were Bayard, Bing- 
ham, Blease, Borah, Bratton, Copeland, Curtis, Cutting, Deneen, 
Edge, Edwards, Gillett, Gould, Greene, Hale, Keyes, King, Mc- 
Lean, Metcalf, Moses, Phipps, Pine, Reed of Pennsylvania, Sack- 
ett, Shortridge, Smoot, Steck, Steiwer, Tydings, Waterman and 
Watson. 

Senator Edge, of New Jersey, declaring that by passing the 
bill Congress would be serving notice on private operators that 
the government was permanently entering the field with an 
unfair competition that the private operators could not meet, 
referred to a telegram sent to the Shipping Board by Henry 
Herbermann, of the Export Steamship Corporation, to the effect 
that the company would build three passenger and cargo liners 
if Congress passed the Copeland mail payment bill and the 
company could obtain a loan from the ship construction 
loan fund. 

An amendment offered by Senator Swanson, of Virginia, 
providing that, in the allocations of operations of ships the board 
shall distribute them as far as possible, and without detriment 
to the service, among the various ports of the country, was 
adopted. An amendment offered by Senator Copeland, providing 
for loans for the construction of ships, was rejected. 

Opposition to the Jones bill was voiced by Representative 
Tilson, majority leader in the House, and Chairman White, of 
the committee on merchant marine and fisheries. 

Senator Edwards, of New Jersey, joined Senator Cope- 
land, of New York, both Democrats, in opposition to the Jones 
bill. Senator Edwards expressed the opinion that the House 
would not accept the bill, but that if it did, President Coolidge 
would surely veto it and said that he would support the veto. 

President Coolidge thinks that, if the Jones marine bill be- 
comes*a law, radical changes in the Shipping Board’s personnel 
may be necessary, according to a statement at the White House 
late Jan. 27. The bill would give one member of the board 
control, and the President is advised that one member has 
almost a perfect record with respect to voting against the sale 
of ships. It may be, however, in the opinion of the President, 
that the country might stagger along with the present board 
and without the sale of ships. 


In opposing the provision in the Jones marine bill requiring 
a unanimous vote of the Shipping Board for approval of sales 
of vessels or lines of vessels on the ground that enactment of 
such legislation would constitute “a definite announcement that 
the government is abandoning a private merchant marine,” 
Senator Fess, of Ohio, said he recognized that the idea of gov- 
ernment ownership and operation “is encroaching upon the 
country step by step.” 

“The mail service is an example,” said he. “Then that was 
enlarged by the parcel post service, which is another example 
along the same line. The parcel post service is bound to be 
increased in the future, and, of course, we are never going to 
abandon it as a government-operated agency. 

“The same tendency may also be noted in connection with 
the building of waterways. There was some opposition to the 
construction of the Panama Canal on that ground, and I had 
considerable sympathy with that opposition; but the construc- 
tion of that canal was such a stupendous undertaking, involv- 
ing the expenditure of $400,000,000, that it.was pretty generally 
conceded that if the canal ever were to be built it would have 
to be built by the government rather than by private enterprise. 
So the government of the United States entered upon that task, 
and we are operating that canal today as a government agency. 
“There are other steps which we are taking along similar 
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lines which indicate that there is a strong sentiment growing 
up in our country on behalf of government ownership. [| de 
plore it. I think it presents a serious situation, and I belieyg 
the movement to be quite unwise, and yet no one can close his 
eyes to this growing sentiment.” 

Senator Fess referred to the strong agitation for continueg 
operation of the railroads by the government after the end of 
the war and the struggle that was successfully waged against 
continued government operation. 

“I mention that to indicate the popular sentiment back of 
government operation or government ownership,” said he. 

Senator Fess, after asserting that if he were convinced that 
the merchant marine could not be operated by private inter. 
ests, he would favor government ownership and operation, but 
that he was not convinced that every avenue to private opera. 
tion was closed, said that if “we take this step today or to. 
morrow, we will never retrace it, because we will have then the 
interest of the government with the tremendous influence of 
bureaus that when they once get a job it takes a 40-foot pole 
to pry them loose from it.” 

Senator Oddie, of Nevada, referring to a statement made by 
him previously that the Dollar interests owned vessels under 
foreign flags and to the denial by Stanley Dollar that his com. 
pany owned such vessels, said the Dollar Steamship Company 
had sold vessels under foreign registry to the Canadian-Amer. 
ican Shipping Company, Ltd., a British company of which A. 
Melville Dollar, brother of Stanley Dollar, was president. The 
senator said Herbert Fleishhacker, president of the Anglo. 
London-Paris bank, “a banker on the Pacific coast,” had a 
large interest in the Dollar line, and that his agent had been in 
Washington negotiating with the Shipping Board looking to the 
purchase of the Pacific coast lines of the board. 

“My opinion is that Mr. Fleishhacker has been exercising 
entirely too much influence on our Shipping Board through his 
agents,” said Senator Oddie. 

Prior to adoption of the committee amendment requiring 
a@ unanimous vote of the board with respect to ship sales, the 
Senate, by a vote of 43 to 34, agreed to an amendment offered 
by Senator Willis, of Ohio, providing that the vote of five men- 
bers of the board should be required before a ship could be 
sold. Later the committee amendment was voted on, however, 
and was agreed to by a vote of 51 to 25. 

“The story of our ships and of our merchant marine proves 
that we can not have a privately owned merchant marine, and 
we are driven perforce to the other conclusion, no matter what 
the economic view may be, that the government must therefore 
provide one,” said Senator Johnson, of California, in debate on 
the Jones bill. 

Senator Bingham, of Connecticut, who argued against gov- 
ernment ownership, offered a resolution, which was adopted 
after some changes had been made in it, directing the Shipping 
Board to report to the Senate the proposal of the Transoceanic 
Corporation with respect to the construction of fast passenger 
vessels, its financial condition, its plans for future financing of 
its shipping business, the amount of money the government 
would be required to expend to give the necessary aid to the 
company to enable it to establish an adquate merchant marine 
re the American flag, and other details related to the pro- 
posal. 

Senator Copeland, of New York, opposing the Jones bill, 
submitted a telegram received from Henry Herbermann, presi- 
dent of the Export Steamship Corporation, with respect to the 
proposed appropriation of $1,000,000, voted by the House, to 
enable the Shipping Board to recondition idle vessels for the 
export coal carrying trade. The Herbermann company bought 
its line of vessels from the board several years ago. The tele 
gram follows: 


Have noted action by House of Representatives appropriating ap- 
proximately $1,000,000 to assist coal exporters in developing coal- 
export trade by using Shipping Board tonnage for this purpose. We 
already handicapped by indircet aid furnished cotton and grain ship- 
pers from Gulf to Mediterranean ports by supplying extra tonnage for 
this purpose and at rates at which no private operator of American 
tonnage can compete. In view liberal aid furnished coal exporters, 
cotton and grain exporters, can not understand the unfriendly attitude 
of Congress toward your bill providing mail subvention for privately 
owned American tonnage in overseas trade. Having purchased 21 ves- 
sels of American registry from the United States Shipping Board and 
agreed to maintain a regular service from North Atlantic to Mediter- 
ranean and Black Sea ports, we had every reason to assume that gov- 
ernment aid would be forthcoming and that the development of an 
American merchant marine would be encouraged, as provided for under 
the marine act of 1920 and other existing legislation. If privately 
owned American shipping is to be left suspended from a limb to com- 
pete with the heavily subsidized fleets of French, Italian, German, an 
British owners, the future offers little encouragement for the private 
owner of American tonnage in the overseas trade. Therefore strongly 
urge that Congress give some consideration to the present plight of the 
only privately owned fleet under the American flag in the transoceanic 
trade, which would be materially relieved by the passage of your bill. 


Senator Copeland said if the $1,000,000 appropriation were 
made for coal ships, “it will mean that we will be competing 
with the Export line to the Mediterranean,” and that the Ship 
ping Board could not report, as it had reported, that it was not 
— vessels in competition with privately owned American 
vessels. 

In answer to criticism of the Shipping Board for having 
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A sprinklered warehouse, 2,000 feet long by aes font 
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— feet each with platform and tracks on 
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adapted: to storage of heavy commodities. Will ren 
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a regular storage basis. Traffic information fur- 


nished on request. 
Low Insurance—A Wonderful Distribution Point. 


East St. Louis, Illinois Address Room 407 Lp Commaren Trast Building 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General Merchandise Storage and Distribution. 
Prompt and Intelligent Service. 
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The German Railroad Company of Germany has established a 
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sold ships, Senator Copeland referred to 73 ships that had been 
sold and that were “running under the American flag and serv- 
ing the American people.” 


Reiterating a statement previously made by him that no 
service of the Shipping Board had made any money, Senator 
Copeland submitted a statistical statement showing that. ten 
Shipping Board lines operating out of Gulf ports, January 1, 
1927, to November 30, 1927, had lost $5,163,307.19, which amount 
included $1,694,727.90 for managing agents’ compensation. He 
said the Gulf managing agents had something “pretty soft.” He 
said the operators received their compensation whether they 
made money or not. 


Senator Oddie, of Nevada, after submitting statements and 
telegrams from Tacoma and Seattle interests that desired an 
opportunity to bid for Shipping Board lines operating out of 
Pacific coast ports and that protested against the board’s speci- 
fications with reference to bids, said the statements showed 
the unfairness of the board in dealing with that situation. He 
reiterated charges that there was an attempt being made to 
monopolize the Shipping on the Pacific coast. 


An amendment to the Jones bill that would place em- 
ployes of the Shipping Board and Fleet Corporation performing 
duties of a clerical or ministerial nature under the civil service 
was offered by SeEnator Bruce, of Maryland, and adopted, 


Agreement was reached by the Senate that after 5 p. m. 
January 30, no senator should speak more than once nor longer 
than five minutes on the Jones bill, or any amendment thereto. 

Lewis E. Pierson, president of the Chamber of Commerce 
of the United States, has issued a statement attacking proposals 
in Congress that would result in the government getting deeper 
into the shipping business. Said he: 


After our disastrous experience with a government-owned mer- 
chant marine, American business cannot help viewing with grave mis- 
giving the revival of efforts to declare as national shipping policy 
the pernicious principle of government ownership. 

Neither in theory nor in practice can this principle be defended. 
Our experience with government operation has been unsatisfactory. 
It has cost the people a vast amount of money with poor results. 
We cannot retrieve our position on the seas by plunging still more 
recklessly upon a program of merchant ship building on government 
account, and the longer we cling to this fallacious doctrine that busi- 
ness cannot manage its own affairs, the more obscure becomes the 
prospect of giving to our merchant shipping the vitality of private 
initiative and enterprise. 

There is up before Congress a proposal to spend $12,000,000 for 
reconditioning two former German passenger vessels for the North 
Atlantic service. But why spend all this money on ships over 20 
years old admitted unsuited for the purpose, when there is every 
prospect that the United States Lines can at any time be sold to 
private parties with guarantee to build two fine new ships as run- 
ning mates for the Leviathan and to maintain service over a period 
of years? 

The first consideration of business in seeking the rehabilitation of 
the merchant marine is the service that shipping renders in further- 
ing the disposal of our surplus agricultural and industrial products. 
The United States is an exporting nation. If it is to progress, it 
must compete with all comers in the .markets of the world. An 
efficient, economically operated merchant marine is its first arm 
of commercial defense. 


Business requirements call for the maintenance of essential trade 
routes in the interests of the laborer, the farmer, the miner, the in- 
vestor, the exporter and importer—all who are in any way engaged 
in = production, manufacture and transportation of American prod- 
ucts. 

Why should government be expected to attempt to meet these re- 
quirements itself when business is so well qualified to provide the 
necessary service? 

There is nothing new or mysterious or difficult about the process. 
It consists in calling for bids for the maintenance of these essential 
trade routes and mail lines on a contract basis by private parties, 
either with their own ships or with ships to be bought from the 
government, 

The Chamber is convinced that if we can get this government 
ownership kink out of our national economic system it will be an 
entirely practicable matter to rehabilitate the merchant marine, re- 
vitalize it and, not the least important, save money in the process. 

Given a proper chance, private initiative will be found ready to 
build ships and operate them and to maintain on a competitive basis 
the necessary facilities for our overseas trade. 

The Jones bill if made into law would constitute a reversal of 
the business spirit of the times. It would launch government un- 
necessarily upon a program having the natural effect of checking 
initiative in business enterprise, the free exercise of which means 
so much to the prosperity of the nation. 


H. B. Arledge, Washington representative of the Middle 
West Foreign Trade Committee, in a letter to Senator Cope- 
land, said there was no conflict between the legislation proposed 
in the Jones bill and the proposal of the Transoceanic Cor- 
poration to establish a privately owned and operated north At- 
lantic service. He said Senator Jones’ bill would simply pro- 
vide for efficient maintenance of lines that private enterprise 
could not take over or supplant. He said no good could be 
accomplished by attaching loan and mail aids to the Jones Dill. 
He urged Senator Copeland to support the Jones bill and then 
submit the Copeland bill for aid to private lines through mail 
payments. : 

“We will gladly support any reasonable legislation to aid 
private companies just as we are supporting the efforts of Sen- 
ator Jones, Senator Fletcher and others to make sure of the 
efficient maintenance of our services until private enterprise 
can take them over,” said Mr. Arledge. 





THE TRAFFIC WORLD 








Vol. XLI, No. 5 





OVERSEAS FREIGHT RATES 
The Traffic World New York Bureay 


Developments in the full cargo market in the last week 
have been more favorable to shipowners than for some time, 
Sale of some 340,000 tons of sugar from Cuba to Europe and 
the East resulted in a revival of demand for vessels, which has 
materially strengthened, not only that market, but trades ip 
other directions. As a consequence of this draft on surplus 
ships, shippers have revised upward the figures they are Willing 
to pay and owners have added to the offering prices. The exact 
extent of the rise in rates will not be determined until the 
requirements of the Cuban sugar traffic are defined. No in. 
crease has been noted in the demand for space from other 
trades, but the latter naturally reflect the rise in sugar traffic. 

The grain market is still quiet, with indications at present 
that shippers are inclined to await the opening of navigation 
from Montreal before making heavy commitments. Fixtures 
have been made from U. S. Atlantic ports to Greece at 3s 9q 
per quarter, and from St, John to the Mediterranean at 15%¢ 
per 100 pounds. Shippers are offering 14c on the latter route 
for other business, but without success at present. While the 
coal trade has been dull, fixtures are reported at $2.40 a ton 
from Hampton Roads to west Italy, for early February loading, 
and from Hampton Roads to La Plata at $3.10 a ton. Further 
inquiries are reported at approximately the same figures. Among 
the sugar fixtures were charters at 16s to 16s 9d from Cuba 
to the United Kingdom and Continent from Santo Domingo to 
the U. K. at 17s 9d, and from the same island to Copenhagen 
at 19s. 

Whether the general trend of the charter market is upward 
for the immediate future depends on the breadth of the sugar 
market. It is pointed out in reviews for the week, however, 
that previous quotations represented minimum rates at which 
owners were willing to fix vessels, and that an increase must be 
expected on the appearance of any sustained demand. 

Sweeping changes are reported to have been made in the 
reorganization of the Gulf Intercoastal Conference at New 
Orleans. 

The position of umpire, as set up in the original contract, 
is abolished. Instead, there will be merely a paid secretary 
to handle detail work, with little or no executive powers, and 
the lines themselves will pass directly on rate changes. 

An innovation, it is understood, is that only two votes out 
of a total of four will be necessary to adopt a change in the 
tariff. Thus, if one of the members proposes a change in the 
tariff, the votes of all the other three will be required to defeat 
it. The apparent purpose of this is to avoid a deadlock—which 
also was the principal reason for having an umpire—and to 
make the tariff more flexible as regards the needs of ‘ue indi- 
vidual carrier. 

The conference as now organized is extended for an in- 
definite period, with four months’ notice of intention to resign 
required from members, All lines in the trade are members, 
the Luckenbach, Redwood, Gulf-Pacific and Transmarine Lines. 

An important rate adopted at the New Orleans meeting was 
a contract rate on iron soil pipe and fittings which is expected 
to revert this traffic to Mobile. In late months the soil pipe 
traffic has been partially diverted to Norfolk by a cut rate serv- 
ice in the north Atlantic intercoastal trade. 

On January 25 rates of 35 cents per 100 pounds, released, 
and 42 cents, unreleased, were put into effect by the Gulf lines 
under contracts to be solicited and signed only by the con- 
ference secretary. This rate is to expire April 30. 

In order to meet the competition of tramp steamer operators 
the Gulf Mediterranean Conference has reduced the rate on 
cotton to Genoa and other Italian ports from 55c per 100 pounds 
to 40c per 100 pounds. A rate of 45c had been quoted by tramp 
steamers. 

The following rate changes are announced by the Pacific 
Coast-Europe Conference: Automobiles, second-hand, boxed or 
crated, $16 W-M; borax, open; drums, empty, returning, $10 
W-M; peanut butter, $1.25 per 100 pounds; refrigerator cargo, 
N. O. S., $30 WM; patent leather, when released to valuation 
of $10 per 100 pounds, $1.50 per 100 pounds; patent leather, 
when not released, $2.50 per 100 pounds. The present contract 
rates on doors, plaster wall board, flooring, blocks and strips 
were extended to April 30. 

Effective until June 30, an emeergency pulp rate of 30c 4 
hundred pounds was announced by the Intercoastal Conference 
in a telegram to Puget Sound pulp shipping interests. This is 4 
reduction of 5c over the present rate and is equivalent to 4 
drop of $1 a ton. 

Announcement is made by John E. Cushing, vice-president 
and traffic manager of the American-Hawaiian Line, that an 
agreement has been reached among the intercoastal steamship 
lines by which the rate on lumber, eastbound, will be increased 
from $12 to $12.50 a thousand in March and to $13 in April. 
Bonds cf $25,000 to guarantee observance of the new rates are 
to be posted by each of the lines. 

Organization of a new conference group for the regulation 
of lumber rates in the intercoastal trade is reported to be under 
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consideration on the Pacific coast. The present conference 
does not include all the lumber carriers in this trade. 

Intercoastal lines are considering the proposed lumber con- 
ference, formulated in principle by a committee in San Fran- 
cisco. It is understood a majority of the lines members of 
the United States Intercoastal Conference will sign the new 
agreement, which will be entirely apart from the Westbound 
Conference. The move is the outcome of the $8 lumber ulti- 
matum issued by the Luckenbach Steamship Company, which 
brought all the lines into accord on a rate of $12 for January, 
$12.50 for February, and $13 for March, in an effort to bring 
the rate up to $15, a level which the trade enjoyed in its heyday. 

Members of the United States Intercoastal Conference and 
lines outside of this group have been invited to join the new 
amalgamation dealing specifically with lumber. The proposed 
doctrine is different from that of other conferences in that the 
element of flexibility takes first rank with that of stability. 
While the idea does not embody a pooling arrangement, such 
as that contained in the Westbound Conference, it provides a 
penalty to be supported by a bond in a substantial sum. 

A heavy movement of canned goods for February and March 
in the intercoastal and Europeen trades is beginning to open, 
according to shippers and operators in San Francisco. Active 
months in canned goods, and to a lesser degree in dried fruits, 
are anticipated. January offerings, on the contrary, have been 
light. Beans are moving in large volume to the Gulf of Mexico. 

The present disturbed rate condition in the New York- 
Antwerp trade could have been averted in the opinion of J. A. 
Nash, general manager for North America of the Lloyd Royal 
Belge Line, if the Black Diamond Line, Shipping Board oper- 
ator, had elected to withdraw from the Continental Conference 
with the Belgian in 1924 instead of waiting until last year, when 
it withdrew for the same reasons which prompted the Lloyd 
Belge’s resignation—failure to obtain a differential under the 
fast combination passenger and cargo ships in the trade. 

“The recent formal announcement of the Shipping Board 
that it would continue to uphold the Black Diamond Line in 
the latter fight for a rate differential was in effect an indorse- 
ment of the course taken several years ago by Lloyd Royal 
Belge,” said Mr. Nash. “It will be remembered that we with- 
drew from the conference because we failed to obtain a differ- 
ential as against the fast liners.” 

Another break in ocean conference ranks came with the 
announcement by Garcia and Diaz, agents for the Linea Venezo- 
lana, that the line has decided to assert its rights to a differ- 
ential for its freighters under the passenger vessels by quoting 
rates below the conference tariffs in the Caribbean trade. 

Existing rates on canned goods and dried fruits from north 
Pacific ports to Europe were extended to April 30, 1929, by the 
Pacific Coast-Europe Conference. 

The following eastbound rate changes, effective January 26, 
have been made by the Guif Conference, meeting here: New 
item, dispensers, metal, paper towels and soap, in cartons or 
in cartons crated, less than carloads, $2.50, carloads, $2.50; 
soda ash in double bags, less than carloads, 33c per 100 pounds, 
minimum 50,000 pounds; new item, aluminum shot, in barrels 
or kegs, carloads, 75c, minimum 24,000 pounds. 

The United States Intercoastal Conference made the follow- 
ing changes in the eastbound tariff: Fertilizer, sheep or chicken, 
changed from 75c, less than carloads, to 50c, carloads, to 40¢ 
carloads; rags in machine compressed bales, subject to com- 
pression restrictions, viz.: 75 to 100 cubic feet per 2,000 pounds, 
less than carloads, 90c, carloads, 60c; tires, additional item, 
worn-out pneumatic vehicle tires, in machine compressed bales 
not to exceed 70 cubic feet per 2,000 pounds, carloads, 45c. 


PORT EQUALIZATION CASE 


The Shipping Board’s resolution directing the Fleet Cor- 
poration to take up with the North Atlantic U. K. Freight Con- 
ference the question of equalizing the through rates from Cen- 
tral Freight Association territory through all north Atlantic 
ports represents “a most important victory for New York and 
New England ports in their battle of several years’ duration 
with respect to the port differentials,’ according to Wilbur 
LaRoe, Jr., counsel for the Port of New York Authority. Con- 
tinuing, he said: 


It will be recalled that before the war the ocean rates from Phil- 
adelphia, Baltimore and Norfolk to European ports were enough 
higher than the rates from New York and Boston to make the through 
rates by rail and ocean from interior points exactly the same. In 
other words, the advantage Philadelphia, Baltimore and Norfolk en- 
joyed in rail rates was offset by corresponding disadvantages in ocean 
rates. This enabled a shipper in Chicago, for example, to route his 
freight through any of the North Atlantic ports on exactly the same 
basis of rates. 

As a result of war conditions the ocean rates were equalized, with 
the result that the advantage enjoyed by Philadelphia, Baltimore and 
Norfolk in rail rates represented a net advantage in through rates. 
The result of this was that a shipper in Chicago could no longer 
route his freight through Boston or New York without paying a rate 
penalty as compared with rates applicable via Philadelphia, Baltimore 
and Norfolk. 

The Port of New York Authority and the Maritime Association 
of the Boston Chamber of Commerce have consistently contended 
for several years, before both the Interstate Commerce Commission 
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and the United States Shipping Board, that equalization is in the 
public interest and that for the benefit of western shippers, and to 
bring about a fair competitive basis between the several ports, the 
pre-war equalization basis should be restored. The Shipping Board's 
resolution accepts to the extent of 100 per cent the contentions made 
on behalf of New York and Boston. 7 . 

Incidentally, this decision is directly in conflict with what Balti- 
more is trying to accomplish in a recent complaint filed with the 
Interstate Commerce Commission with respect to intercoastal rates, 
In that proceeding Baltimore is complaining because the through 
rates to the Pacific coast are equalized by the steamship lines by 
means of higher ocean rates from Baltimore than from New York 
and Boston. Baltimore asks that her ocean rates be made the same 
as those from New York and Boston so that she will have a net 
advantage in through rates to the extent of the rail differentials, 
Obviously the Shipping Board’s decision runs directly counter to the 
position taken by Baltimore. The Port of New York Authority and 
the ocean steamship lines have filed motions with the Interstate Com- 
merce Commission asking that the Baltimore complaint be dismissed 
on the ground that the Shipping Board, and not the Interstate Com- 
merce Commission, has jurisdiction over ocean rates. The decision 
of the Shipping Board seems clearly to show that it believes this 
contention to be well founded. y 

There is no doubt that the Shipping Board’s resolution constitutes 
the most important step in the direction of port equalization that 
has been taken since Boston filed its first complaint in 1921. 


Officials of the Fleet Corporation are arranging to take up 
with the North Atlantic U. K. Freight Conference at its meeting 
scheduled for February 8 the question of equalizing the through 
rates from Central Freight Association territory via all north 
Atlantic ports. It is understood that the ports of Baltimore, 
Philadelphia and Norfolk will seek an opportunity to be heard 
at the meeting. 

Commissioner Plummer, vice-chairman of the Shipping 
Board, in charge of the bureau of traffic, in a report on the 
hearing held Nov. 30, and that was before the board when it 
adopted the equalization resolution last week, said: 


Amidst the tangle of charges, countercharges and technical criti- 
cisms of procedure methods, produced at this hearing, stands out 
clearly the one fact that while foreign commerce in north Atlantic 
ports, other than Boston, has increased since the World War, the 
foreign commerce of Boston has very seriously decreased. 

Boston asserts that this decrease in ocean commerce is due to 
transportation differentials against her; and points to the lower ocean 
freight rates which, prior to the World War, offset to a great extent 
the rail differentials which Philadelphia, Baltimore and Norfolk then 
had and still retain. 

Why these favored ports, which have powerful trunk line railroads 
working constantly for them, should be given an additional advantage 
of a lower railroad rate, while Boston which has no powerful trunk 
lines working for it should be denied the rail rate consideration 
granted its competitors, cannot be discussed here. It is a matter out- 
side this board’s control. But the fact itself, viz., the crippled condition 
of Boston’s foreign commerce, must be considered by us under that 
mandate of law (Sec. 8, M. M. Act., 1920), which directs us to see 
to the development of all available ports, that the commerce of this 
country may have many avenues as practicable through which to 
come and go. 

The board has at hand one instrument which, to a limited extent, 
can relieve Boston of a part of that artificial handicap from which 
it has been suffering since the World War. That instrument is its 
ships. Just as the board is now operating vessels over long routes 
between the gulf and northern Europe, to facilitate commerce through 
those ports, so it can do its part to give Boston a share of the freedom 
of traffic it once enjoyed. 

I do not believe our proposed action can accomplish all that 
Boston anticipates. Trade, which artificial interferences have up- 
rooted, cannot be fully restored merely by reinstating those influences 
which kept it alive when it was flourishing in the full vigor of healthy 
life, but our ships can render some aid; and when they have had time 
to indicate what other, if any, steps may be necessary and practicable 
to remove the remainder of such artificial handicaps as may then be 
found to exist, further action can be considered. 


W. A. Cox, director of the port of Norfolk, in a letter to 
the Shipping Board, asked if it were possible that the board 
contemplated the equalization of through rates through all north 
Atlantic ports on traffic from C. F. A. territory to European 
ports by the adjustment of ocean rates from south Atlantic 
ports. 

“If so,” said he, “is consideration to be given to the very 
serious situation which has existed with regard to rates on ton- 
nage from Central Freight Association territory for European 
ports now routed via Gulf ports? Further, if the equalization 
program suggested is to be carried out, is it your purpose to 
consider also the equalization of Atlantic ports with Gulf ports 
on traffic originating in the Central Freight Association terri- 
tory and destined to Central and South American countries?” 

Commissioner Plummer replied to the effect that if other 
situations developed with respect to ports needing aid as had 
the port of Boston, the board would take the matter up. 


WATER RATES ON FLOORING 
The Shipping Board, in docket No. 34, Biltmore Flooring 
Co. et al. vs. Lake Giltedge Steamship Co. et al., has dismissed 
the complaint on a finding that rates on hardwood flooring from 
Mobile, Ala., to Tampa, Fla., have not been shown unjust or 
unreasonable in violation of section 18 of the shipping act. 
, Complainants alleged that unreasonable rates were exacted 
on two shipments of hardwood flooring from Mobile to Tampa 
in December, 1925, and January, 1926. The board was asked to 
prescribe a just and reasonable rate for the future and to award 
reparation. Freight charges were collected on one of the shiD- 
ments on the basis of 65 cents a hundred pounds, and on the 
other at $16 per thousand feet, said the report. 
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Calmar Steamship Corporation 








CALMAR LINE — COAST-TO-COAST 


Philadelphia 


Voy. Baltimore Los Angeles 
No. Ship Arrive Depart Arrive— Depart Arrive Depart 
2 CALMAR Dec. 18 Dec. 23 | Dec. 25 Dec. 30} Jan. 20 Jan. 25 











2 PENNMAR | Jan. 3 Jan. 8|Jan.10 Jan.15| Feb. 5 Feb. 10 
2 YORKMAR | Jan. 18 Jan. 23} Jan. 25 Jan. 30} Feb. 20 Feb. 25 
2 MASSMAR |Feb. 3 Feb. 8/ Feb. 10 Feb. 15| Mar. 7 Mar. 12 
2 OAKMAR Feb. 17 Feb. 22| Feb. 24 Feb. 29 | Mar.21 Mar. 26 
OC —— Ss 

San Francisco 
V Oakland Portland Seattle 
_— Ship Arrive Depart | Arrive—Depart | Arrive— 

Jan. 27 Jan.30|Feb. 2 Feb. 3|Feb. 5 Feb. 7 
2 OA MAAR | Feb. 12 Feb. 15| Feb. 18 Feb. 19| Feb. 21 Feb. 23 
2 YORKMAR Feb. 27 Mar. 1}| Mar. 4 Mar. 5| Mar. 7 Mar. 9 
2 MASSMAR | Mar.14 Mar.17 | Mar.20 Mar.21 | Mar.23 Mar.25 
2 OAKMAR_| Mar.28 Mar.31| Apr. 3 Apr. 4) Apr. 6 Apr. 8 


_———————————————————————————————————————————————————————————————————————— === 


DIRECT service from Philadelphia on the 
15th and 30th of each month for the shipper. 
Route your shipments via CALMAR LINE. 


For information regarding rates apply to 
CALMAR STEAMSHIP CORPORATION, 


Moore & McCormack 
5 Broadway, New 
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Citizens National Bank Bldg., Baltimore, Md. 
Oliver Building, Pittsburgh, Pa. 

Reokery Building, Chicago, Ill 


a 
f 
ef 
t 
ti 
f 


- aw 


abet ala) ) 


CALMAR STEAMSHIP CORPORATION 


Swayne & Hoyt, Pacific Coast Agents, 
240 Front Street, San Francisco, Calif. 
703 Transportation Bldg., Los Angeles 
408 Board of Trade Bldg., Portland, Ore. 
Lobby 4—Central Bldg., Seattle, Wash. 


It's the Dinkler Hotels 


On the main high- 
ways of the South- 
east. Each hotel » 
convention hea 

quarters with ample 
facilities for any 
meetings. Road 
maps, garage and 
every other conven- 
fence for the 
tourist. Truly the 
best accommoda- 
tions in the south. 


The Carling—Jacksonville, 
300 rooms—300 baths 
The Redmont—Birmingham, Ala. 
250 rooms—250 baths 
The Tut wiler—Birmingham, Ala. 
425 reooms—425 baths 
The Andrew Jackson—Nashville, Tenn. 
400 rooms—400 baths 
The Ansliey—Atilanta, Ga. 
450 rooms—450 baths 
The Piedmont—Atlanta, Ga. 
400 rooms—75 sample rooms 
Reasonable rates--Best of service 


Dispensers of 
True Southern Hospitality 


Dinkler Hotels Co.. Inc. 


Carling L. Dinkler, Pres. 



































































LEONARD’S GUIDE 


Freight, Express, Parcel Post 
RATES and ROUTINGS 


All in One Book! 


Entirely different from wane you have 
ever seen. It saves Time and Money. 


We keep our subscribers advised of all changes by our 


supplements and by special notice when necessary. 
The Guide is entirely revised and reprinted each year. 






Four years ago used in only 25 cities. 
Today used in 700 cities! 
Why? 

Because we save our subscribers money 


Send for sample sheets showing how we give 
parcel post and express rates from your city to 
every point in the United States and Canada. 


G. R. LEONARD & CO., Inc. 


155 North Clark St. 15 East 26th Street 
CHICAGO NEW YORK 





Speed on Orient 
Mails 


The fastest service wins the mail. This line 
is used to carry Government Mail to the 
Orient on account of the quick delivery. That 
same speed is available for your freight and 
express shipments, thereby saving interest on 
Capital. Win sales by service. Sailings every 
fourteen days from Seattle for Yokohama, 
Kobe, Shanghai, Hong Kong and Manila. 
Through Bills of Lading issued to other ports. 


T.J. Kehoe, General Eastern Agent, 32 Broadway, New York City 


W.G. Roche Inc.,; General Agt., R. W. Bruce, General Agent, 
Dime Bank Building, 110 South Dearborn St., 
Detroit, Mich. Chicago, Ill. 


L. L. Bates, General Freight Agent, 
1519 Railroad Ave. So., Seattle, Wash. 


American Mail Line 


Other Offices, Boston, Philadelphia, Portland, Ore. 
Tacoma, Wash. Vancouver, B.C. and Victoria, B.C. 
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HURLEY ON SHIPPING POLICIES 


Edward N. Hurley, of Chicago, former chairman of the 
United States Shipping Board, has written the following letter 
to President Coolidge: 


Our shipping policy as outlined in your message to Congress, o7 
December 6, 1927, and in your recent statements to the press, is 
so sound and constructive in the public interest that I am venturing, 
as an interested business man, to proffer some further suggestions 
that I hope may prove helpful. 

Our government for eight years has been operating a large fleet 
of ships, at a big financial loss. This failure, while in part due to 
serious post-war problems, nevertheless is a demonstration of the 
government’s inability to operate ships successfully, and emphasizes 
that your policy of private ownership and management should be 
vigorously supported. 

In my letter of November 8 last, to the Shipping Board, I referred 
to the importance of Congress granting reasonable concessions to 
offset the higher cost of building ships in American yards in com- 
parison with the cost in foreign yards. Such concessions would place 
the United States on a parity with other nations in the matter of 
fixed charges against capital invested in ships engaged in overseas 
commerce. 

I understand that the freight revenue received at present from 
intercoastal business is not sufficient to provide a fair net-average 
annual return on the capital invested in these ships. One of the 
reasons is that the methods now employed for classifying commod- 
ities are unscientific. Another reason is that the conference agree- 
ments now in force to regulate rates in coastwise trade and approved 
by the Shipping Board under the Act of 1920, are being constantly 
interfered with by non-conference ships which are cutting the agreed 
rates. Participation in a conference is purely voluntary. If a mem- 
ber of the conference wishes to cut rates, he may do so, but if he 
does he thereby withdraws from the conference and becomes a non- 
conference operator. 

This is a discouraging situation, and some co-operative steps 
should be taken to remedy it. We have a great fleet of about 150 
ships—probably a surplus of twenty-five more than is necessary to 
move the cargo offered—all owned and managed by Americans en- 
gaged in interstate traffic, representing millions of dollars, and 
with only a conference or gentlemen’s agreement to maintain rates 
which are being subjected to constant attack by non-conference ships. 

Only ships under the American flag are engaged in this service, so 
competition from foreign vessels cannot be cited as a reason why 
they are not operating on a profitable basis. 

There is only one way in which a merchant marine can be main- 
tained. That is by its receiving sufficient revenue over and above 
the cost of operation to pay a fair return on the capital invested and 
to provide the necessary depreciation for replacements. 

If private capital is invested in American ships, there is no ques- 
tion but that they will be more efficiently managed than if govern- 
ment-owned. The unsatisfactory conditions that now exist regarding 
the class of cargo carried by our ships and the low freight revenue 
received for the service must be changed before we can maintain a 
competitive position on the seven seas. Government-owned ships now 
in service are not improving the situation. Private ownership can 
and must solve it through closer cooperation and the adoption of 
better business methods. 


Intercoastal Regulation 


Ship owners may well study the railroad situation of today and 
contrast it with the chaotic era before the Interstate Commerce Com- 
mission was vested with the power to fix and regulate freight rates. 
If the Commission had authority to regulate intercoastal rates, it 
could easily assist in wiping out many present evils and help to place 
this branch of shipping on a profitable basis. For instance, if the 
Commission had the rate-making power and found it necessary to 
raise the present rates only forty cents a ton, or two cents on every 
100 pounds, the 5,884,272 tons of freight (eastbound and westbound) 
that went through the Panama Canal in 1926, that raise would yield 
an increase (over the present net annual revenue) amounting to two 
million three hundred and fifty-three thousand seven hundred and 
eight dollars and eighty cents. That sum would pay five per cent in- 
a on forty-seven millign seventy-four thousand dollars invested 
n ships. 

If it were found by the Commission that the rates on some 
commodities were too high and on others too low, a readjustment 
could be made along the present line of making railroad rates, so 
that the rates would be equitable and just to all concerned. 

The ships in intercoastal trade are interstate carriers, and they 
should be regarded as being in the same rate category with the rail- 
roads. Since the problems to be worked out by the shipping lines 
are very similar to railroad problems they are susceptible of solution 
in much the same manner as are the many intricate questions in- 
cident to railroading. 

The Commission now controls rates in coastwise shipping on the 
Atlantic and Pacific, where railroads connect with and own coast- 
wise ship lines. The service they-render is satisfactory to both ship- 
per and carrier. Their experience with the making of rates for coast- 
wise business would be helpful if legislation were to extend their 


authority so as to permit them to cooperate in the official regulation 
of intercoastal rates. 


If five men schooled in rate structure were selected by you to 
make a survey of intercoastal rates and to submit their recom- 
mendations, their report would be most helpful in determining the 
advisability of the government’s participating in controlling Tames 
coastal rates. One rate expert might be chosen from the Commission, 
one might be selected from railroad classification committees, two 


from the shipping interests engaged in this service, and o from 
the Shipping Board. ° ere ee 


When we can show favoarble balance sheets, American shipping 
securities will be purchased by bankers and sold to the investing 
public, and the industry as a whole will be placed on a sound basis. 

Foreign ship owners are borrowing millions of dollars of American 
capital with which to build and operate ships in competitien with 
ours. 

Recently the North German Lloyd Steamship Company sold in 
New York twenty million dollars worth of twenty-year, six per cent, 
sinking-fund gold bonds; and a very creditable statement regarding 
a was published in the newspapers, which showed the re- 
markable progress that company has made since the war. The state- 
ment mentioned that on the basis of present assessments it is esti- 
mated that the individual Dawes Plan debentures which would have 
to be issued by the company to meet German reparations would not 
exceed three million five hundred thousand dollars, in respect of 
which the maximum annual charge covering their 123 overseas pas- 
senger and freight ships would be two hundred and ten thousand 
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dollars. With this additional government burden and the regular 
fixed charges, the directors stated that they expected earnings to 
a to grow steadily. This company is privately owned and 
operated. 

Shipping met the post-war problems and underwent a reorganiza- 
tion similar to that which American business generally experienced be- 
fore and following the war. Many American manufacturers operated 
unprofitably up to 1914, chiefly because competitors who did not know 
the costs of their products sold their wares at a loss, thus not only 
demoralizing the particular industry of which they were a part, but 
injuring business generally. By organizing trade associations and 
standardizing methods of cost accounting, depreciation, et cetera, 
they now know their costs and are selling their goods at a price 
fair to the consumer and yielding a fair profit to the manufacturer. 
We also now have many efficient American-owned and privately 
operated fleets in overseas and intercoastal trade, and real American 
leaders in the shipping world who are demonstrating their ability 
to operate successfully a merchant marine. 

After fifty years of indifference, we are now trying to regain our 
former maritime position, with war-built ships (some of which are 
obsolete), new crews, new organizations and new managers. After 
this long period of inactivity and the unusual post-war conditions, 
the various problems cannot be settled over-night. 

All shipping men should seriously endeavor to do their full 
share in developing more efficient organizations, both on land and 
sea. There is always room for improving the management, in shipping 
as well as in manufacturing, and every effort, individually and 
through shipping associations, should be made so that it will be 
obvious to Congress that any assistance received from the gov- 
ernment in reducing the capital cost of ships will not cause vessel 
owners to relax their efforts to reduce operating costs and otherwise 
place American shipping in the category of efficiently managed in- 
dustrial enterprises. 

It is a remarkable fact that today less progress is mainfest in 
improving the efficiency of ship operation throughout the world than 
in any other branch of industry. While there are hundreds of effi- 
ciency expert organizations in nearly every line of manufacturing, 
there is not one exclusively or even specially devoted to the study of 
cost-reduction in ship operation. 

It may be true that the cost of operating government-owned 
ships, now under the control of the Shipping Board, far exceeds the 
cost of operating privately-owned ships. Be that as it may, the 
Shipping Board will doubtless lay before Congress the actual facts, and 
Congress will act in the light of those facts. 


How Can Overseas Transportation Be Sold at a Profit? 


Regulating of overseas freight rates in world commerce, be- 
cause of the many international problem involved, always will be more 
or less complicated. 

The success or failure of a ship or ships in any trade depends 
upon the revenue received and upon efficient private management. 

The small item of seamen’s wages, which is discussed so seriously 
by the public and by some shipping men, is not a menace to Ameri- 
can shipping. Wages amount to only about ten per cent of the total 
cost of operating a ship. If shipping men will maintain their con- 
ference rates or, if they are not in a conference, if they will add a 
few cents a ton, a single voyage would absorb a year’s differential 
in labor cost on a ship flying the American flag. 


No other form of business enterprise in the world of commerce 
is so delicately susceptible to influence by the laws of supply and 
demand as is overseas shipping. A slight variation in the amount of 
the total world tonnage in service may readily cause fluctuations of 
from ten to twenty-five per cent in commodity rates in certain trade 
movements. 


Ocean carriers as well as railroads are unable to operate suc- 
cessfully in unrestrained competition with each other. The dis- 
astrous results caused by greatly over-tonnaged trade routes in the 
later years of the past century forced steamship owners to form 
the so-called conferences and pooling agreements in every important 
“world trade route.’’ Before the time of the conference agreements, 
steamship companies paid secret rebates and granted other special 
privileges to powerful shippers, to the detriment of the smaller 
shippers. “Fighting ships’? were held in readiness to discourage 
would-be competitors who berthed tramp ships at non-conference 
rates. These and other vicious practices resulted in the initiation of 
legislation at Washington which was designed to outlaw all con- 
ference and rate agreements; but the world war intervened to halt its 
enactment. The British government, through its Board of Trade, 
had conducted a thorough and scientific inquiry into conference 
affairs, and gave such practices a clean bill of health, recognizing 
= economic necessity for some such control of competitive condi- 
tions. 


Not until American war-built fleets were forced to contend for 
business against the superfluity of tonnage available throughout the 
world, with bottoms to carry twice the amount of cargo actually 
available, was Congress convinced of the necessity of legalizing the 
general principle behind the formation of conference and rate agree- 
ments which were designed to obviate ruinous competition. But no 
such direct control of rate-making in overseas trade as that main- 
tained over rail traffic is either expedient or practicable. 


Today the merchant fleets of the world are confronted with a situa- 
tion which in any other business would be considered absurd in the 
extreme. For instance, a steamer finds itself idle in New York 
Harbor, with a cargo of grain available at Buenos Aires for trans- 
port to London. She must either sail 7,000 miles in ballast or take 
on a cargo of coal at a rate which actually shows a loss of fifty 
per cent of the rate. Common sense indicates that no matter what is 
to be the ship’s business after the vessel reaches Buenos Aires, the 
owner should receive at least for his coal cargo a rate sufficient to 
show a slight margin of profit. A grain carrier from Oregon to 
London must cut his rate one-half cent per bushel to enable the 
seller to compete with a shipper of wheat from Australia. In order 
to enable American chemical manufacturers to compete with the 
German producer who routes his chemicals all water from Hamburg to 
San Francisco, the Intercoastal Conference lines must cut their rate 
on soda ash, from the Atlantic to the Pacific seaboard, to a non- 
profitable basis. One of the greatest disadvantages under which Amer- 
ican freight tonnage operates in international trade is our lack 0 
knowledge of the facts essential to successful trading as related to 
bulk cargo movement all over the world. At least ninety per cent of 
the full cargo chartering of the world is directly controlled in Lon- 
don—not because the tonnage is all controlled there, but because the 
traders in London keep their sensitive finger-tips on the pulse of 
world markets in a manner entirely foreign to anything known in 
America. No purely domestic plan, designed only to stimulate Amer- 
ican shipping, but which would conflict with this intelligent and 
economical regime in the marketing of raw products and bulk com: 
modities at low rates, would be effective or helpful to us. It would 








No. 5 


gular 
Es to 
| and 


niza- 
d be- 
rated 
know 
, Only 
a but 
} and 
etera, 
price 
turer, 
vately 
rican 
bility 


n our 
h are 
After 
tions, 


r 6 full 
1 and 
Ppping 
’ and 
ill be 

gov- 
vessel 
rwise 
d in- 


2st in 
_ than 
f effi- 
uring, 
idy of 


»wned 
is the 
7, the 
s, and 


, be- 
more 


pends 
‘ment. 
iously 
.meri- 
» total 
> con- 
add a 
ential 


merce 
y and 
unt of 
ons of 
trade 


» suc- 
> dis- 
in the 

form 
ortant 
nents, 
special 
maller 
yurage 
erence 
ion of 
} Con- 
alt its 
Trade, 
srence 
nizing 
condi- 


1d for 
ut the 
‘tually 
ig the 
agree- 
jut no 
main- 


situa- 
in the 
York 
trans- 
r take 
f fifty 


February 4, 1928 THE TRAFFIC WORLD - 293 







2 mh 


Fastest Service by 
Passenger and Fre fue 


Itinerary: New York—Havana—Panama 
Canal—Balboa—San Diego (Westbound)— 
Los Angeles—San Francisco. 


Through Bills of Lading to or from other 
Pacific Coast ports; also European, West 
Indian, Canadian, Hawaiian, Far Eastern 
and Australian ports. 


Passengers’ automobiles accepted un- 
crated as baggage at moderate charge. All 
steamers equipped for refrigerator cargo. 













































Famer ee SERVICE 


1 0 4 SHIPS. Frequent sail- 
ings. Many special- 
ized types of carriers. Low 
insurance rates. Fast mail 
liners. Care anJ skill in han- 
dling. Prompt forwarding. 





Proposed Sailing Dates 
Eastbound from 
San Francisco—Los Angeles 
Westbound from New York S.S. Calif. . Feb. 18 Feb. 20 
S.S. Finland Feb. 9 new) )Mar.31 Apr. 2 
These are some of the factors which S.S. Manchuria Feb. 23 S..S. Finland Mar. 3 Mar. 5 


S.S. California(new) Mar. 10 S.S. Manchuria Mar.17 Mar. 19 
enable us to render the shipper a S.S. Mongolia Mar. 22 S.S. Mongolia Apr. 14 Apr. 16 
service of unusual merit. 
INTERNATIONAL MERCANTILE MARINE COMPANY INTERNATIONAL MERCANTILE MARINE COMPANY 
_ a ene oolaamiaiaaaataa . pd 61 North River, N. Y. C. 1 Broadway, N. Y. C. 
pct ng aoe So 

Vico President Preight Trafic Philielphie, Public Ledger Bldg. Baltimore, Chamber ‘+ ae Bldg. 

San Francisco, 60 California St. Los Angeles, Central B 





Fast Freight Service: Mexico 


Through the Ports of Tampico 
and Veracruz and the National 
Railways of Mexico 


From Veracruz to: 

Mexico City - - 23 hours 
Pachuca- - 23 hours 
Puebla - - 20 hours 





From Tampico to: 
Mexico City - - 47 hours 
Pachuca- - - - 47 hours 


The National Railways of Mexico form the larg- 
est rail system in Mexico (8465 miles of track) 
serving 22 states, or approximately 76% of the 


total territory of the Republic. 


Weekly Services: New York (Ward Line) 
New Orleans (Cuyamel Line— Mexican- 


. s For complete information, communicate with 
American Line.) 


F. P, Deere, Gon. Agent G. B. Mame, ch Bla gent 
" ” 1515 Penn Building 219 xch g. 
Through bills of lading issued by New York City 5. Louis, 
steamship lines to all destinations F.N. Puente, Gen. Agt. A. Horcasitas,Com. Agt. H.E. em Com. Agt 
e e e Monadnock Bid. Whi B nk Bldg M. Bi * 
on the National Railways of Mexico SO. Francieco, Call “New Orion, La. = 
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do us vastly more harm than good. It would disturb our operations 
in world industry and commerce. 

Ocean transportation originates at so many points of the world 
that absolute control of overseas rates is impossible. Rates on 
American shipments from railroad points might be fixed at the source. 
The railroads are in a position to direct or route a substantial part 
of the traffic originating on their own lines to foreign ports by the 
issuance of through bills of lading, thereby controlling shipments to 
the ultimate destinations. Whenever this control is relinquished at 
the seaboards, however, the ocean power of rate-making frequently 
runs rampant in ruinous competition. 

Through their classification committees, the railroads could, if 
asked, also be quite helpful toward the standardization and stabili- 
zation of rates on overseas transportation by applying their knowl- 
edge of the classification of goods into limited groups or classes. 

Thousands of different commodities are carried by railroads and 
ships. These articles differ greatly in value, density, quality and 
nature. These variations affect the ability of the articles to bear the 
freight rates and tend to account for variations in the cost of hand- 
ling the articles. These and other factors must be reflected in freight 
rates. It is obviously impracticable to publish commodity rates on 
every article, between all the thousands of shipping and receiving 
points or to make uniform rates on all articles. The railroads, 
through their classification committees, group all commodities into a 
limited number of classes and make rates by classes instead of by 
particular commodities. Exceptional cases are handled by removing 
the application of the class rates on certain commodities between 
particular points where lower rates are needed to move the traffic, 
through the use of exceptions to classifications, and by general and 
specific commodity tariffs. : 

In our transoceanic trade in 1926 there were 293 Shipping Board 
vessels and 170 vessels privately owned. These 463 American-flag 
ships carried 13,396,235 tons of cargo at the extremely low average 
rate of six dollars and forty-three cents per ton. This freight con- 
sisted to a large extent of bulk goods or a low-paying class of com- 
modities, instead of higher class merchandise that commands fast 
service with higher rates. That was because of our lack of more 
modern, competitive types of ships. Infrequent sailings likewise 
were in a measure responsible for our being forced to carry only the 
low-priced cargoes. 

Unfortunately our cargo liners on established routes are re- 
ceiving only the same average rate per ton as are the tramp vessels 
engaged in handling bulk cargoes. That rate is too low. Our cargo 
liners should carry a larger proportion of higher class goods, at 
higher rates, and the tramp vessels should carry the bulk cargoes. 

In the trans-Atlantic trade there are one million tons transported 
annually, at rates varying from twenty-five to eighty dollars per 
ton. This represents of course the highest class cargoeon the high 
seas. Most of this tonnage goes to foreign vessels. 


If say twenty cents a ton or one cent on each one hundred pounds 
were added to the six dollars and forty-three cents per ton, the 
amount of tonnage carried in American ships in 1926 (13,396,235 tons) 
would yield additional revenue of two million six hundred and seventy- 
nine thousand two hundred and forty-seven dollars. That increase 
would be equal to five per cent yearly interest on fifty-three million 
five hundred and eighty-four thousand nine hundred and forty dol- 
lars. The necessity of scientific classification of commodities, so far as 
practicable, and of equalizing and stabilizing rates for overseas ship- 
ments must be admitted when one realizes that an average increase 
of only a few cents per hundred pounds would make the difference 
between failure and success for ship owners. That important work 
would require a careful joint survey and joint action by the several 
conference groups now dealing with world shipping rates. 

But it will be difficult to get for our ships a higher paying class 
of freight until we can give better and faster service and our merchant 
— eed is settled and all our vessels are privately owned and 
operated. 

The distinguished shipping authority, Mr. Emil Lofgren, of 
Stockholm, recently gave to the London press an interesting statement 
which was presented by him to the members of the International 
and Baltic Maritime Conference. He recommended the scrapping of 
2,000 ships now flying the various European flags. Mr. Lofgren re- 
calis that the present surplus of tonnage has arisen through various 
circumstances caused by the world war. It is only right, he con- 
tends, that extraordinary measures should be taken to bring the 
amount of tonnage in service back to normal proportions with rela- 
tion to the demand for ship transportation. The present amount of 
cargo Available for transport in Europe is eight and one-half per 
cent less than that available in 1913, he estimates. It is his sug- 
gestion that all European owners should come to a mutual agree- 
ment to scrap perhaps ten per cent of each country’s tonnage, in 
order to remove the old, uneconomical steamers which now are spoil- 
ing the freight market. He points out that such a reduction would 
in the course of a year make available over one hundred million 
tons of additional cargo for the ships. remaining in service. 

It is very evident from Mr. Lofgren’s statement that the lead- 
ers in international shipping abroad recognize the vital necessity of 
closer cooperation between the different conference groups as it per- 
tains to tonnage and rates. 

If American shipping were ‘in the hands of American citizens, 
and privately-owned, representatives of all our overseas tonnage 
could meet in conference with foreign ship-operators, to devise ways 
and means by which rates could be equalized and stabilized on 
a basis equitable to shipper and carrier. This would be most help- 
ful in making possible the successful operation of American ships. 
Neither the managers of government-owned ships nor the Shipping 
Board can consistently take part in such a conference with private 
shipping interests without the danger of eventually involving our gov- 
ernment in the controversial questions which inevitably would arise 
in the keen rivalry of an international business. 

There is some sentiment in Congress in favor of government 
ownership and operation of our shipping. The principals in interna- 
tional shipping conferences and associations discuss and act on many 
important problems, such as rates for passenger and freight serv- 
ice to different countries, and other questions that have international 
aspects. How could our government shipping representatives take 
part in such conferences in other than a consulting capacity? They 
might agree temporarily on a given policy on rates, service, et 
cetera—but always with the risk of having their agreements rejected 
by our government. 

Our government enforces the law against unfair competition 
in industry, believing that the public interest is better served when 
competitors are fair to each other. No matter how fair our gov- 
ernment might try to be in international shipping, there always would 
be a latent sentiment that a government with great financial] re- 
sources should not competitively enter the field against private capital 
and private ownership. 

I believe that if our ambassadors, consuls, and commercial at- 
taches were to express their private opinions, they would strongly 
urge that solely in the interest of our foreign trade the government 
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should rétire from the shipping business ‘and allow our merchant 
marine to be privately owned and operated. 

Should the government decide to continue in the shipping busi- 
ness, and expand and control a large fleet of overseas ships, with 
the ever-present uncertainty of the rate-structure, it might have to 
cut rates (publicly or privately) to meet the competition of foreign 
ships. That would seriously affect the government’s shipping income 
and would likely demoralize world shipping. 

Our laws prohibit railroads and coastwise ships from cutting 
rates to obtain business without permission from the Interstate Com. 
merce Commission. Were the government to establish “‘fighting 
rates’’ on overseas business, while at the same time prohibiting under 
severe penalties similar action at home, its position, to say the least, 
would be rather inconsistent. 

The war forced us to build all kinds of ships, for war pur- 
poses, at war prices. Since the war we have sold a number of ves- 
sels, and we still have a number tied up, not in operation. 

It is now agreed that to meet foreign competitive service and 
to balance our fleet, we must have faster freight and passenger ships, 
Some of our people contend that the government should not only con- 
tinue in the shipping business, but should also build new, modern 
vessels and operate permanently a large fleet in competition with 
American and foreign privately-owned ships. 

We have today forceful leaders in shipping, railroading, and busi- 
ness who, if encouraged by slight concessions from Congress in the 
way of lending money at a low rate of interest, could build modern 
vessels, in harmony with your views, and establish on a sound and 
profitable basis a private American merchant marine, able to com- 
pete successfully in the carrying trade of the world. 


President Coolidge, according to word at the White House, 
believes himself in full agreement with Mr. Hurley, basing that 
belief on talks they have had with each other on the subject. 
That belief that Mr. Coolidge was in accord with Mr. Hurley 
was expressed notwithstanding that at the time the President 
had not had an opportunity to read Mr. Hurley’s letter care. 
fully. Mr. Coolidge believes the former chairman to be a man 
of good judgment and that the conclusions he has reached as 
to what should be done about the merchant marine are sound. 


SPLIT DELIVERY CASE 


The San Francisco Chamber of Commerce has petitioned 
the Shipping Board for permission to intervene in No. 45, Asso- 
ciated Jobbers of Los Angeles vs. Argonaut Steamship Line et 
al. In its petition, the Chamber said: 


That certain of the respondents above referred to have entered 
into an agreement, which has been approved by your honorable body, 
and which is known as the United States Intercoastal Conference. 
This United States Intercoastal Conference, through the agency of 
C. A. Torrence, secretary, publishes a tariff schedule entitled: ‘‘West- 
bound Minimum Rate List No. 4,” setting forth carload and less 
than carload freight rates for the transportation of property from 
Atlantic ports and Gulf ports to Pacific Coast ports, all of which 
are within the United States of America. It also publishes certain 
rules and regulations covering this transportation; and, more particu- 
larly, under Rule 17, paragraph D of said rate list No. 4, published 
and maintained, at the times herein referred to, and prior to Dec. 
1, 1927, the following: 

“Split deliveries of carload shipments between Pacific Coast term- 
inal ports will not be permitted except upon payment of L. C. L. rates 
on the entire quantity billed.” 

By agreement, certain of the non-conference lines applied the 
above quoted rule to the transportation of property between ports 
aforesaid. 

On or about Nov. 16, 1927, respondents: Argonaut S. S. Line and 
Isthmian S. S. Line abrogated the above quoted rule and held and 
now hold themselves out to effect split deliveries of carload ship- 
ments originating at Atlantic and Gulf ports, as above mentioned, at 
Pacific Coast ports of call aforesaid at carload rates published and 
maintained by said Argonaut and Isthmian Lines. Subsequent to 
Nov. 16, 1927, all other respondents, above referred to, took like and 
similar action. 

By reason of the relationship of carload rates assessed by re- 
spondents, above mentioned, for straight carload shipments from one 
consignor to one consignee, destined to one port of call upon the 
Pacific Coast, to the carload rates assessed for the transportation of 
carload shipments which are split delivered between the various 
United States Pacific Coast ports of call, the San Francisco Chamber 
of Commerce and its members, engaged in the business of importing 
carload shipments from Eastern United States ports to Pacific Coast 
United States ports, are subjected to undue and unreasonable pre- 
judice. The above mentioned split delivery traffic is given undue 
and unreasonable preference over straight carload traffic and per- 
sons, firms or corporations shipping or receiving said split delivery 
traffic are accorded undue and unreasonable advantage in violation 
of section 16 of the shipping act. 

Furthermore, by reason of the relationship of carload rates 
assessed by said respondents for the transportation of straight car- 
load shipments to the carload rates assessed for the transportation 
of carload shipments which are split delivered, the San Francisco 
Chamber of Commerce and its members, who receive straight car- 
load shipments, are subject to unjust, unreasonable and excessive 
rates and charges for the transportation of straight carload ship- 
ments in violation of said section 18 of said shipping act. 

Wherefore the said San Francisco Chamber of Commerce prays 
leave to intervene in the above entitled cause and asks to be treated 
as an original party thereto. 


COMMERCE IN U. S. SHIPS 


American flag vessels in the eleven months ended with 
November, 1927, carried 35.3 per cent, by value, of domestic 
exports of the United States in foreign trade, and 33.3 per cent 
of general imports, as compared with 34.4 per cent and 30.7 
per cent, respectively, in the corresponding periods of 1926, ac- 
cording to the monthly summary of foreign commerce issued 
by the Department of Commerce. In November, 1927, American 
vessels carried 36.4 per cent of domestic exports and 31.3 per 
cent of general imports, as compared with 37.3 per cent and 
33.2 per cent, respectively, in November, 1926. 
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Mexico’s Dependable Freight Service 
MEXICAN RAILWAY—VERA CRUZ ROUTE 


PACHUCA 
shies 
MEXICO CITY ‘a MEXICAN 
a — CUSTOM HGDSE 
s, 


a 


DOURAGDROGDNORUARDOROURUGUOAT “—- YGOeuB 
HOURS a pun MEXICAN RAILWAY aa —<——<————"—“‘(i“‘iéS!' 
ot 


From VERA CRUZ 

MEXICO CITY 

To; PACHUCA 
PUEBLA 


The Only Standard Gauge Line 
The Short Line in Distance 
The Short Line in Time of Transit 


NEW ORLEANS 


WARD LINE poten | 


NEWYORK 


CUYAMELY MEXICAN WARD 


AM 
LINE LINE LINE 


EUROPEAN LINES 


EUROPEAN LINES 


HAVANA 


@ Design 


WEEKLY SERVICES 
NEW YORK—Ward Line 
NEW ORLEANS—Cuyamel Line 
NEW ORLEANS—Mex.-Am. Line 


}23 Hours 


—20 Hours 


Through Bills of Lading Issued by Steamship Lines to All Destinations on Mexican Railway. 
MEXICAN RAILWAY COMPANY 


G. W. WEST, General Freight and Passenger Agent 
Apartado No. 68 Bis, Mexico City 


MrnesN 


MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 


From Baltimore, Philadelphia and 


New York 
Bi-Weekly or Fortnightly 


DIRECT TO 
LOS ANGELES HARBOR—SAN 
FRANCISCO, OAKLAND, PORTLAND, 
SEATTLE and TACOMA 


Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East 
and British Columbia 


MUNSON STEAMSHIP LINE 
Munson Building, 67 Wall St., New York 
Branch Offices 
Chicago, St. egg Se pag tay Baltimore 
McCORMICK STEAMSHIP Co. 


GENERAL PACIFIC COAST AGENTS 


W. F. PATON, General Agent 


Marquette Building, Chicago 82 Beaver Street, New York 


United Fruit Company 


General Offices, One Federal Street, Boston, Mass. 


STEAMSHIP SERVICE 
REGULAR FREIGHT SAILINGS 


BETWEEN 


_New York, Boston, New Orleans 


and San Francisco 
AND 


Havana and Santiago, Cuba 


JAMAICA COLOMBIA 


Kingston Cartagena 
Port Antonio Puerto Colombia 
Jamaica Outports Santa Marta 


CANAL ZONE rama ihe al 
Cristobal 


PANAMA and British and 
Bocas del Toro Spanish Honduras 
Tae i See = Cristobal to West Coast Port 
South America, Central America and Mexico 
For rates and other information, address 
17 Battery Place New York, N. Y. 
321 St. Charles Street New Orleans, La. 
Boston, Mass. 


Chicago, Ill. 
San Francisco, Cal. 


Ports of Guatemala 




























































































































































































































































































































































































































































MONEY FOR SHIPPING BOARD 
The Trafic World Washington Bureau 


In considering the independent offices appropriation bill 
this week the Senate agreed to an amendment providing that 
not exceeding $10,000,000 should be taken out of the Shipping 
Board’s construtcion loan fund for reconditioning of the Mount 
Vernon and Monticello, ex-German passenger ships, and that 
the ships should be reconditioned at a cost of not to exceed 
$12,000,000. The amendment also provided that the ships should 
not be sold at less than the cost of reconditioning less a de- 
duction of 5 per cent annually for depreciation from the date 
of completion of the work to the date of sale. The bill, as it 
passed the House, provided a direct appropriation for the re- 
conditioning of the ships. 

An amendment offered by Senator Sackett, of Kentucky, 
that of the total appropriation of $13,400,000 for ship operating 
losses, $1,400,000 should be available for reconditioning and 
operating ten ships in the coal carrying trade, was adopted. 
Senator Copeland made an unsuccessful effort to reduce the 
appropriation to $12,000,000. 

Senator La Follette offered an amendment providing that no 
part of the funds made available for the Shipping Board or 
Fleet Corporation should be spent for maintenance of a sea 
service bureau. The amendment was adopted. 

Senator Copeland moved for reconsideration of the amend- 
ment relating to reconditioning of the ex-German vessels, but 
the motion was rejected. He protested against rehabilitation 
of “two broken-down old ships,” and referred to the Shipping 
Board appropriation as “another raid” on the treasury. Said he: 


And now, without any real discussion, without any considera- 
tion, without, in fact, any knowledge of why this money is to be 
expended, the Senate votes $12,000,000 to rehabilitate two broken- 
down old ships that will be out of commission in two or three years. 
I can not understand such procedure. I do not know that there is 
any use trying to understand it. The Senate has taken the bit in 
its teeth; it is going forward with this enterprise and has made a 
needless appropriation today of $13,400,000. 

I wish I had so much money that a million dollars would not 
mean anything to me; but I say it is utterly wrong, it is a crime 


against our citizens to reach into their pockets for another raid 
like this involving $13,400,000 


at more can I say? No one listens; no one cares; but J 
will tell you that some day the American people will say to the 
American Congress, ‘““We are not going to stand such nonsense any 
longer.’’ If the Democratic party does not rise to its opportunities, 
if the Republican party continues to violate its opportunities, there 
will come a new party, there will come a new group of people in 
the United States who will stop this outrageous raiding of the treas- 
ury and this disregarding of the rights of the people. I think that 
it is time we should stop and give consideration to these matters. 


LAKE RATES ON AUTOS 


In a report in No. 29, Muir-Smith Motor Co. vs. Great Lakes 
Transit Corporation, and No. 32, Russell S. Sherman, Inc., vs. 
Same, the Shipping Board has found that rates charged on auto- 
mobiles from Detroit, Mich., to Duluth, Minn., were in excess 
of the maximum rates on file with the board, and that the 
complainants are entitled to reparation. 

The board said the evidence was confined to the issue of 
illegality—whether under a correct interpretation of the car- 
rier’s tariffs the rates charged were in excess of the maximum 
rates on file. It said the alternative application note out of 
which the question of interpretation arose had since been re- 
moved by the respondent from its tariff covering shipments of 
automobiles from Detroit to Duluth. Rates on shipments that 
moved in the period June 27, 1923, to November 20, 1924, were 
in issue. The board found that reparation should be made to 
the basis of the maximum rates on file, but that the exact amount 
of reparation could not be determined on the record and that 
upon receipt of statement required by rule 21 of the board’s 
rules of practice, the board would consider the entry of an 
award of reparation. 





PARCEL POST REGULATIONS 


Effective at once, ordinary and registered parcel-post pack- 
ages addressed for delivery in Bolivia will be subject to a 
transit charge of 20 cents per parcel in addition to the postage 
rate of 14 cents a pound or fraction thereof, according to 
W. Irving Glover, second assistant Postmaster-General. 

Effective at once, the weight limit applicable to parcel-post 
packages addressed for delivery in the Union of Socialistic 
Soviet Republics in Europe and the similar union in Asia is 
increased from 11 pounds to 22 pounds, with changes in transit 
tates due to the increase in the weight limit. 


NO PART IN OIL CONTROVERSY 


Officials of the Shipping Board and Fleet Corporation have 
denied that there is any basis for speculation in New York City 
to the effect that because the Fleet Corporation had contracted 
for oil from the Standard Oil Company of New York, the gov- 
ernment had entered a controversy between the Standard and 
the Royal Dutch-Shell group over purchase by the Standard of 
New York of Russian oil. The New York reports were to the 
effect that Russian oil was to be delivered to the Fleet Corpora- 
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tion. The Fleet Corporation has a contract with the Standarg 
of New York for oil deliveries, but officials said they were not 
interested as to where the oil came from. 


HARTLEY WITH SHIPPING LINE 


Commodore Herbert Hartley, of the United States Lines, who 
has resigned effective February 1, has accepted a position with 
the Transoceanic Corporation of the United States, the organ. 
ization that proposes to establish a fast transatlantic shipping 
service if the government will lend it money to meet part of 
the cost of construction of the ships. A statement issued by 
the Transoceanic Corporation said Mr. Hartley would have per. 
sonal charge of recruiting and training the operating personnel 
of the corporation and would give personal attention to the 
construction and trials of the four-day transatlantic ships that 
the company was formed to build and operate. 

“The dream of my life has come true at last,” said Mr. 
Hartley. “This means a declaration of our maritime inde. 
pendence. If I had been offered any other position connected 
with the sea I would not have accepted it.” 

Mr. Hartley had planned to enter private business with the 
Pepperell Manufacturing Company when he resigned as com- 
mander of the Leviathan. 


CURRENT AMERICAN SHIPBUILDING 


On January 1, 1928, American shipyards were building or 
under contract to build for private shipowners 220 steel vessels 
of 174,230 gross tons compared with 215 steel vessels of 163,316 
gross tons on December 1, 1927, according to the Bureau of Navi- 
gation, Department of Commerce. 

There were 62 wood vessels of 29,608 gross tons building 
or under contract to build for private shipowners during the 
same period compared with 61 wood vessels at 30,577 gross tons 
on December 1, 1927. 


MAIL BY AIR TO FOREIGN LANDS 


The House committee on post office and post roads has 
favorably reported to the House H. R. 7213, a bill to grant 
authority to the Postmaster-General to enter into contracts for 
the transportation of mails by air to foreign countries and 
insular possessions of the United States for periods of not more 
than ten years and to pay for such service not to exceed $2 
a mile. 


SEAMEN’S WAGE BILL 


Senator LaFollette, of Wisconsin, has introduced S. 2945, 
a bill relating to the payment of advance wages and allotments 
in respect of seamen on foreign vessels. 


OCEAN MAIL MOVEMENT 


Second Assistant Postmaster-General W. Irving Glover has 
made public statistics showing the volume of mail handled by 
the New York Harbor Boat Service in the calendar year of 1927 
compared to that handled in the preceding two years. In 1927 
mails were taken from 1,678 inbound steamships at New York. 
The volume amounted to 1,103,993 bags. Of these a total of 
465,991 bags were forwarded in storage cars direct from Pier 
72, New York. The remaining 638,002 bags were for New York 
City, northeast provinces of Canada, Central America and south 
and east states. The latter mails were handled on the so-called 
New York City boats. 

Following is a summary of the business for 1925 and 1926: 


Number of steamships, 1925, 1,535, number of bags, 


1,004,690; 
number of steamships, 1926, 1,625, number of bags, 1,054,859. 


The largest cargo received from one steamer in 1925 was 
received from the Mauretania, December 14, with a total of 
9,776 bags. In 1926 the largest cargo was received from the 
Berengaria, on January 7, when 11,552 bags were received. In 
1927 the largest cargo was received December 20, from the 
Majestic, when 17,584 bags reached New York. 


RIVER AND HARBOR MONEY 


The annual War Department appropriation bill, reported to 
the House this week by the committee on appropriations, cal- 
ries $50,000,000 for existing river and harbor works. The com- 
mittee said the amount proposed was in agreement with the 
Budget. There are 555 projects to which the proposed appro- 
priation is applicable, either for maintenance or improvement, 
or both. Of that number, 363 have been completed so far as 
the present needs of navigation warrant and are on a mail- 
tenance basis, according to the committee’s report. This leaves 
192 projects on which improvement work remains to be done 
to the extent justified by commercial uses and the Chief of Engi- 
neers estimates that to complete these projects to the extent 
necessary to meet the demands of commerce will cost approxi- 
mately $250,000,000, according to the report. As a considerable 


portion of the appropriation annually made is devoted to mail- 
tenance expenses, according to the report, it is now estimated 
that it will take eight or nine years to complete the work 02 


I, No. 5 


tandard 
ere not 


les, Who 
on with 
> Organ- 
shipping 
Part of 
sued by 
Ave per- 
srsonnel 
to the 
ips that 


aid Mr, 
ie inde- 
mnnected 


with the 
as com- 


ding or 
- vessels 
- 163,316 
of Navi- 


building 
ring the 
oss tons 


ads has 
O grant 
racts for 
ries and 
10t more 
cceed $2 


S. 2945, 
lotments 


over has 
ndled by 
r of 1927 
In 1927 
2w York. 
total of 
“om Pier 
ew York 
nd south 
so-called 


nd 1926: 
1,004,690; 


1925 was 
total of 
from the 
‘ived. In 
from the 


ported to 
ions, cal- 
The com- 
with the 
ed appro- 
rovement, 
so far as 
a main- 
1is leaves 
be done 
f of Engi- 
he extent 
| approxi- 
siderable 
to mail- 
estimated 
work on 


February 4, 1928 THE TRAFFIC WORLD 


London Midland & Scottish Railway Company 


of Great Britain 


Important Announcement 


Freight Forwarders Shipping Agents 
Traffic Managers Export Managers, etc. 


Shippers to inland points in England should obtain at once 
from the L M S Freight Offices in America 


New British Railway Freight Rates 


based upon the Revised Classification and New Standard 
Charges in force from January lst, 1928. 


No printed tariffs can be issued, but L MS American 
Offices will quote, on application, on all commodities from 
all British Ports to all points in the interior of Great Britain. 


For information, apply to 


THOMAS ARTHUR MOFFET 
Freight Traffic Manager in America 


LONDON MIDLAND & SCOTTISH RAILWAY COMPANY 
of Great Britain 
ONE Broapway, NEw York CIty 
Tel. Bowling Green 4260 
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the basis of an annual appropriation of $50,000,000. As to 
improvement of the Missouri River, the committee said: 


The committee heard many persons interested in the expeditious 
prosecution of the project for improving for navigation the Missouri 
River between Kansas City and the mouth of such river. The 
estimated amount required to complete this project, as of June 30, 
1927, is $6,340,000. The figure is subject to revision, but is the 
latest available. The engineers’ original tentative allocation to this 
work out of 1929 funds was $1,760,000. The chief of engineers 
has indicated his wish to push this project to completion as rapidly 
as circumstances will permit and he has stated to the committee 
that the allotment may be as much as $3,000,000, dependent upon 
progress made on other projects. The committee feels, if the past 
rate of expenditure be any criterion, that the funds proposed in this 
bill are ample to proceed with this work looking to its completion 
by the close of the fiscal year 1930, and will lend its support to the 
accomplishment of such an objective. 


BARGE LINE SURVEY 


Secretary of War Davis announced February 1 that he had 
directed Major General T. Q. Ashburn, chairman and executive 
of the Inland Waterways Corporation, to have a survey made 
to determine the amount of traffic available, the cost of equip- 
ment and terminals, the operating cost, the rail connections and 
affiliations, and similar information necessary to a sound deci- 
sion regarding the desirability of extending the activities of the 
Inland Waterways Corporation by initiating water carriage on 
the Missouri River. 

In order to facilitate the collection of the desired informa- 
tion, Secretary Davis said, the Department of Commerce had 
been requested to determine the amount of cargo available for 
inland waterway transportation on the Missouri River between 
St. Louis, Mo., and Yankton, S. D. 

The Department of Commerce announced that the survey 
would be conducted under the supervision of Norman F. Titus, 
chief of the transportation division. The staff in charge consists 
of W. S. Smallwood, formerly general manager of the Oakland 
Chamber of Commerce, and C. C. Kirkpatrick and L. P. Nickell, 
both of the Department of Commerce. The same staff partici- 
pated in the recent survey of traffic available for transportation 
on the Mississippi River. 


FLORIDA WATERWAY PROJECT 


The Secretary of War has accepted the offer of the Board 
of Commissioners of the Florida Inland Navigation District to 
advance the sum of $10,000 for the purpose of making necessary 
preliminary surveys on a project for an intra-coastal waterway 
from Jacksonville to Miami, Florida. This project was adopted 
by Congress in the River and Harbor Act, approved January 
21, 1927. One of the conditions upon which the project is author- 
ized is that local interests shall furnish rights of way. The first 
step towards the prosecution of the improvement is a detailed 
survey for the purpose of determining what rights of way 
local interests will be required to furnish. No federal funds will 
be available for expenditure until future appropriation is made 
by Congress. However, the Secretary of War is authorized to 
receive monies from local interests and expend them in the 
immediate prosecution of authorized work, the same to be repaid 
from appropriations which may hereafter be provided. The 
$10,000 furnished by the Florida Inland Navigation District will 
be expended for the purpose of making the necessary surveys of 
the rights of way. 

s 


CAPE COD CANAL PURCHASE 


The government has not yet taken over the Cape Cod Canal, 
the purchase of which has been authorized by Congress. The 
War Department has announced that the Department of Justice 
has not yet completed its examination into the question of title 
and that until the Attorney-General has approved the title, the 
purchase of the property cannot be consummated. The War De- 
partment said it had not formulated any plans for widening and 
deepening the canal and that when the property had been trans- 
ferred to the government, it would be maintained and operated as 
provided by law, but that no work of enlargement could be under- 
taken until authorized by Congress. It also said that the canal 
would be a public navigable waterway and that no tolls would 
be charged for passage through it when it came into the pos- 
session of the United States. It pointed out that federal laws 
provided that unless specified by law no tolls or operating 
charges should be exacted for passage of vessels through canals 
belonging to the United States. 


PARCEL POST MARKETING 


The benefits and limitations of parcel post marketing of 
farm products as disclosed in a study of the operation of this 
form of selling over a period of fourteen years are set forth by 
the Bureau of Agricultural Economics in a publication, “Market- 
ing Farm Products by Parcel Post,” just issued by the Depart- 
ment of Agriculture. . 

When the parcel post law went into effect in 1913, said the 
author, Lewis B. Flohr, there were many and varied ideas as 
to the part it might play in marketing farm produce. Some 
persons declared that it would solve the farm marketing prob- 
lem. There has been a continued and slowly increasing volume 
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of marketing by this method, but the quantity of farm products 
passing through the postal service has not reached the propor. 
tions expected by the enthusiasts and is a relatively smal] Dart 
of the total marketings of farm products, according to Mr. Flohr 

The department’s new bulletin includes information on the 
parcel post regulations and requirements, the ways and means 
of making contact between producers and customers, the neces. 
sary business attitude and management of the business, ang 
the factors limiting parcel post marketing. The possibilities 
of parcel post marketing are discussed in detail for a long ligt 
of commodities, including fruits and vegetables, poultry, eggs 
meats, butter, cheese, cream and milk, mushrooms, nuts and 
nut meats, syrups, honey, plants, and other farm products. 

Copies of the publication, which is designated as Farmers’ 
Bulletin No. 1551, may be obtained from the Department of 
Agriculture, Washington, D. C. 


GREAT LAKES SHIP CHANNELS 


Representative Chalmers, of Ohio, has introduced H. Rp. 
9948, a bill to provide for ship channels 25 feet deep at Joy. 
water datum for Lake Erie, Lake St. Clair, Lake Huron, Lake 
Superior and Lake Michigan, and their connecting waters, and 
the harbors of Buffalo, Cleveland, Toledo, Detroit, Duluth, Mil. 
waukee and Chicago. It is estimated the work will cost 
$55,000,000. Mr. Chalmers said greater depth of the channels 
must be provided “if we are going to hold our place commer. 
cially in the great Northwest.” 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended January 21 
totaled 884,095 cars, according to reports filed by the Car Serv. 
ice Division of the American Railway Association. This was 
a decrease of 22,639 cars under the preceding week, with in. 
creases being reported in loading of grain and grain products, 
live stock, forest products and merchandise, L. C. L. It was 
a decrease of 52,065 cars under the same week in 1927, while 
it also was a decrease of 37,548 cars compared with the corre- 
sponding week two years ago. 

Revenue freight loading the week ended January 21 and 
for the corresponding period of 1927, by districts, was re 
ported as follows: 


Eastern district: Grain and grain products, 6,443 and 8,308; live 
stock, 3,248 and 2,853; coal, 35,665 and 51,570; coke, 2,327 and 3,520; 
forest products, 5,620 and 6,060; ore, 1,001 and 1,699; merchandise, 
L. C. L., 63,747 and 63,403; miscellaneous, 75,881 and 74,113; total, 
1928, 193,932; 1927, 211,526; 1926, 209,397. 

Allegheny district: Grain and grain products, 3,156 and 3,704; 
live stock, 2,213 and 2,190; coal, 40,265 and 55,716; coke, 5,215 and 
5,637; forest products, 2,547 and 3,003: ore, 1,279 and 1,559; merchan- 
dise, L. C. L., 51,300 and 50,810; miscellaneous, 70,817 and 64,369; total 
1928, 176,792; 1927, 186,987; 1926, 185,912. 

Pocahontas district: Grain and grain products, 224 and 242; live 
stock, 77 and 82; coal, 35,173 and 44,510; coke, 375 and 578; forest 
products, 1,426 and 1,579; ore, 130 and 115; merchandise, L. C. L., 
7,'284 and 7,194; miscellaneous, 5,369 and 5,152; total, 1928, 50,058; 1927, 
59,452; 1926, 54,786. 

Southern district: Grain and grain products, 4,290 and 4,046; 
live stock, 2,469 and 2,235; coal, 26,997 and 30,534; coke, 580 and 876; 
forest products, 19,811 and 20,513; ore, 1,265 and 1,148; merchandise, 
| a a ,455 and 40,959; miscellaneous, 49,234 and 52,064; total, 
1928, 145,101; 1927, 152,375; 1926, 147,735. 

Northwestern district: Grain and ain products, 12,597 and 
10,070; live stock, 9,885 and 9,679; coal, 7,578 and 10,045; coke, 1,546 
and 1,328; forest products, 17,475 and 18,085; ore, 493 and 609; mer- 
chandise, L. C. L., 30,618 and 30,515; miscellaneous, 28,417 and 29,676; 
total, 1928, 108,609; 1927, 110,007; 1926, 113,391. 

Central western district: Grain and grain products, 15,840 and 
12,640; livestock, 12,747 and 11,272; coal, 16,286 and 24,000; coke, 306 
and 404; forest products, 7,781 and 7,475; ore, 3,432 and 3,635; mer- 
chandise, L. C. L., 32,783 and 33,598; miscellaneous, 46,454 and 48,398; 
total, 1928, 135,629; 1927, 141,422; 1926, 137,363 : 

Southwestern district: Grain and grain products 6,237 and 5,464; 
live stock, 2,834 and 2,517; coal, 5,809 and 8,129; coke, 195 and_ 154; 
Yorest products, 8,050 and 8,607; ore, 394 and 392; merchandise, L. C. L. 
16,931 and 16,357; miscellaneous, 33,524 and 32,771; total, 1928, 73,974; 
1927, 74,391; 1926, 73,059. ae 

Total, all roads: Grain and grain products, 48,787 and 44,474; 
live stock, 33,473 and 30,828; coal, 167,773 and 224,504; coke, 10,544 and 
12,497; forest products, 62,710 and 65,321; ore, 7,994 and 9,157; mer- 
chandise, L. C. L., 243,118 and 242,836; miscellaneous, 309,696 and 
306,548; total, 1928, 884,095; 1927, 936,160; 1926, 921,643. 


Loading of revenue freight in 1928 compared with the 
two previous years follows: 


1928 1927 1926 | 

Week ended January 7..........ccceeeee- 754,062 933,890 907,622 
Week ended January 14.............00000. 906,734 942,731 931,736 
Week ended January 21.............-.000. 884,095 936,160 921,643 
MRE occas a iona acetone oan 2,544,891 2,812,781 2,761,000 


LOCATION OF CARS 


The semi-monthly bulletin of the car service division of 
the American Railway Association of percentages of freight cars 
on line to ownership, Class I roads, as of January 1, shows the 
following: Eastern district, 99.4 as against 98.3 a year ag0; 
Allegheny, 100.8 as against 102.7 a year ago; Pocahontas, 81.9 
as against 88.7 a year ago; Southern, 95.3 as against 98.2 4 
year ago; Western, 97.6 as against 97.5 a year ago; all districts, 
97.6 as against 98.5 a year ago; Canadian roads, 99.6 as against 
98.2 a year ago. 
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The Industrial Metropolis of America 


favorable climatic conditions—ample rail and 

water transportation — adequate labor — cheap 
power—handy markets—all of these have combined to 
place Pittsburgh in foremost position in production of 
iron and steel, coal and coke, oil and gas, electrical 
materials, glass, industrial chemicals, food stuffs and a 
great variety of other manufactured articles. 


Niirontie vast storehouse of raw materials— 


With fourteen million people within two hundred 
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Montour Railroad Company Bt 
Pittsburgh>Pa. <i) 
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miles, and sixty-nine million people within five hundred 
miles, the Pittsburgh District affords unequaled oppor- 
tunity for additional manufacturing to meet the needs 
of this population. 


This Company, serving the West and South Sides of 
the Pittsburgh District with belt line service in connec- 
tion with all trunk lines, offers its active aid in the estab- 
lishment of manufacturing or distributing enterprises 
along its line. 


~Oliver Building 
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Questions and Answers | 





In this department will be answered questions of both legal and 
practical nature that confront —— dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience i 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. : ‘ 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 
Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 
oe 





Tariff Interpretation—Perishable Freight—Allowance to Shipper 
for Furnishing Ice at Loading Station 

Michigan.—Question: In July, 1925, a carload of cantaloupes 
was shipped from Blevins, Arkansas, to Pittsburgh, Pa., via 
Mo. Pac.-Penna., then reconsigned from Pittsburgh via Penna. 
to Columbus, Ohio; again reconsigned to Wheeling, W. Va., via 
B. & O. Charges were originally assessed and paid involving 
$90 stated refrigeration Blevins to Pittsburgh and various extra 
icings at Pittsburgh, Columbus and Wheeling incidental to the 
reconsignments just mentioned. There are no regular icing 
stations between Pittsburgh and Columbus nor between Colum- 
bus and Wheeling, but shippers are now presented with an 
alleged balance due bill from the carriers for $55 stated refriger- 
ation Pittsburgh to Columbus and another item of $55 stated 
refrigeration Columbus to Wheeling. The carriers have not 
voluntered to absorb any of these extra terminal icings in the 
stated refrigeration charges just mentioned and as there are no 
intermediate icing stations, it would appear that they are trying 
to make a collection where no real service was performed. 
While such charges are named in Dearborn’s Perishable Pro- 
tective Tariff, in the instant case they seem so entirely unrea- 
sonable that the shipper feels he should not pay same. In the 
event charges should be assessed as contended by the carriers, 
is not the shipper entitled to a percentage allowance on the two 
last refrigeration charges due to the fact that he himself fur- 
nished the initial icing of the car? The shipper did not actually 
ice the car to capacity at either Pittsburgh or Columbus, but we 
would consider that in paying the earlier full refrigeration 
charge on the same car, he substantially provided the ice which 
was in the ice-tanks at the time of either reconsignment. 


Answer: Item 210 of National Perishable Protective Tariff 
No. 3, Dearborn’s I. C. C. No. 2, provides in part: 


(A) The carrier at its option and for its own convenience may 
permit the shipper or owner to perform the icing and/or salting at 
loading station and carrier will make allowance therefor on basis of 
actual cost of ice and/or salt supplied, but not exceeding the charge 
published in Section 4, subject to supervision and control by carrier, 
including verification of shipper’s records. 


Except as authorized in Rules 240 and 241, it shall not be per- 
missible for the shipper to perform this service except for the ex- 
press convenience of and at the specific request of the initial carrier. 


Items 240 and 241 cover shipments moving under instruc- 
tion¢g “do not reice”’ and so, apparently, are not pertinent. 
Observe, however, this allowance is subject to carrier’s option 
and “it shall not be permissible for the shipper to perform this 
service except for the express convenience of and at the specific 
request of the initial carrier.” 


You do not state that the initial icing was performed at 
the request of initial carrier or for its convenience, so appar- 
ently it was not. Therefore, it would seem there is no tariff 
authority for an allowance of this nature even though the 
carriers were agreeable to so doing. You concede, and we note, 
that the charges in question are as published in the tariff. Such 
being the case, and as explained above, there being no provision 
in the tariff permitting an allowance, said charges are legally 
applicable. In Waste Merchants’ Association vs. Director-Gen- 
eral, 57 I. C. C. 686, at page 689, the commission held: 


No alternate clause in tariffs provided for payment of allowance if 
shippers performed loading service, and since all allowances must be 
published in tariffs, even if defendants desired, they could not law- 
jae have compensated complaints for loading service rendered by 

em. 


So also: 


Deviation from the legally applicable rate is not permitted by the 
act under any pretext; an allowance cannot be made except under 
the provision of a lawfully filed tariff. Lay Fish Co. vs. Director Gen- 
eral, 80 I. C. C, 4(5). 


The only remaining question is the-reasonableness of the 
charges assessed, which is, as you know, one for determination 
by the Interstate Commerce Commission after formal complaint, 
the burden of proof being upon you to prove that such charges 
are unreasonable, unduly prejudicial, etc. 

The fact that there may be no regular icing stations between 
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Pittsburgh and Columbus nor between Columbus and Wheeling 
is immaterial. Probably they are not necessary. We are not 
thoroughly acquainted with the situation, but we believe a cap 
iced at Pittsburgh, Pa., would not require reicing en route to 
Columbus, Ohio, and the same as to a car from Columbus, Ohio, 
back to Wheeling. Reicing en route on these movements should 
not be necessary; anyway, the risk and responsibility of keeping 
the shipment from deterioration is upon the carrier. 

The stated refrigeration charges are not, as you know, only 
to cover the cost of the ice actually furnished, but includes also 
the expedited service, the policing of such shipments, reicing 
if necessary, the cost of and the labor of loading the ice, ventj. 
lation, and the risk of loss through deterioration, etc., factors 
not present in non-perishable freight shipments. 

Liability of Carrier for Failure to Furnish Car of Size Ordereg 

Ohio.—Question: We ordered a car for loading out, and our 
order read as follows: 


Place empty 40 foot car for loading to Chicago, Ill. (Notice this) 
car — not be over 14 feet 6 inches in height, and length not to be 
over eet. 


Our customer specified on all of his orders that the outside 
length of a car must not be over 42 feet, and the car placed 
measured 42 feet, three inches, necessitating unloading of the 
car on a team track, and our customer charged us $25 for 
trucking. 

Is the railroad company legally liable on account of placing 
a longer car than ordered? 

Answer: While the publication of graduated carload minima 
implies an obligation upon carriers to furnish, upon reasonable 
notice, cars of corresponding capacity (Feltus Lumber Co. yg, 
G. N. Ry. Co., 51 I. C. C. 571, 576), where there is a uniform 
minimum for all cars of all lengths the carrier is not required 
to furnish a car of any specified length, but is under the duty 
of establishing a minimum weight that can be _ reasonably 
loaded into a car of the size furnished. Tull & Gibbs vs. N. & W,, 
65. F.. €..C. ¥7, ¥6. 

The above cases relate to what may be termed “rate dam- 
ages,” that is, damages resulting from a violation of the Inter- 
state Commerce Act, a recovery of which damages mgy be had 
upon complaint to the Commission. 

The damages which resulted in the failure by the carrier 
to furnish a car of the size ordered, in the instant case, do not 
appear to be damages which are the result of a violation of the 
Interstate Commerce Act, assuming that there is no tariff 
provision covering the movement which required the carrier 
to furnish a car of the size specified by the shipper, and, there 
fore, cannot be recovered by complaint to the Commission, the 
Commission having held that the liability of carriers for gen- 
eral damages growing out of their failure to furnish cars is 
determinable by the courts. Deposit for Live Poultry Cars 
Ordered, 66 I. C. C. 653, 656. 

Reconsignment—Right of Consignee to Divert or Stop in Tran- 
sit Shipment Moving on Straight Bill of Lading 

Indiana—Question: Your answer to “Vermont,” on page 
1514 of the Traffic World for December 25, 1926, cites various 
court decisions regarding right of a consignor to reconsign a 
shipment moving on a straight bill of lading. We recently hada 
shipment billed in error on a straight bill of lading although 
the terms of the contract with consignee specified Sight Draft 
against Bill of Lading. Upon discovering this error the following 
day, we requested originating carrier to phone their junction 
point with connecting line and, if possible, arrange to reconsign 
on an order bill of lading. Originating carrier effected this 
reconsignment before car had passed from their rails, and the 
question then arose as to our right to secure an order bill of 
lading, in the absence of the original bill of lading, which had 


been mailed direct to consignee same day shipment went 
forward. 


Carriers’ reconsignment tariff specified that reconsignment 
on straight bills of lading could be effected in the absence of the 
original only when the shipper furnished sufficient proof of 
ownership, whereas the rules covering reconsignment of order 
notify shipments specified that suitable indemnity bond or 
security should be provided carriers to guard against any claim 
that might arise through their compliance with shipper’s request. 
The originating carriers legal department held that the only 
suitable proof of ownership was a surety bond signed by a bond- 
ing company for double the invoice value of the shipment or 4 
certified check for 125 per cent of the invoice value. 

We have been unable to find any Interstate Commerce 
Commission rulings covering a similar case, and while the 
court decisions cited in your above article touch upon this 
subject of reconsignment of shipments on straight bills of lading, 
we would appreciate your opinion of the proof of ownership 
which carriers can justly demand in the absence of the original 
straight bill of lading. 

Answer: In our opinion no rule can be laid down which will 
determine in all instances what proof must be furnished by the 
shipper as to his right to reconsign a shipment which is moving 
on a straight bill of lading. The c -rier must be furnished with 
such proof as will satisfy it that the party requesting the recon- 
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signment or diversion is the owner of and entitled to reconsign 
the shipment. If there are tariff provisions which require certain 
kind of proof, such as the surrender of the bill of lading by the 
shipper, such tariff provisions must be complied with, there 
being no obligation on the part of the carrier to reconsign or 
divert a shipment unless the shipper complies with the tariff 
provisions. See Parkersburg Rig & Reel Co. vs. St. L.-S. F. Ry. 
Co., 109 I. C. C. 235, 237; Shriener Lumber Co. vs. Director- 
General, 123 I. C. C. 551; Humble Oil & Refining Co. vs. N. Y. C. 
R. HR. Ca., $8 I.. C. C. S51. 

In the second case cited above, the Commission, on page 
552, said: 


Defendant contends that he is not responsible for any negligence 
which may have occurred in handling the reconsignment request for 
the reason that complainant did not make or confirm the request in 
writing to the general freight agent of the Western Maryland at 
Baltimore. 

The condition above quoted was a part of the rules and regula- 
tions governing diversion and reconsignment at points on the Western 
Maryland. Under the doctrine of Davis vs. Henderson, 266 U. S. 92, 
it could not be waived by acceptance of the reconsignment request 
by the agent at Hagerstown Junction. Complainant’s request was 
not made in accordance with the provisions of the tariff, and there- 
fore placed no duty upon defendant to reconsign the shipment. 

In this connection, see, also, the Commission’s opinion in 
Commercial Club of Omaha vs. A. & S. R. Ry. Co., 27 I. C. C. 302, 


on page 320, of which the Commission said: 


Reconsignment is most frequently effected on order of consignee. 
The right is in the shipper holding the original bill of lading. The 
practice is rather loose, however, and the shipper on request of con- 
signee therefor permits the latter to divert; the carrier allows the 
consignee, under bond indemnifying the carrier against loss, to re- 
consign, or, by a trade custom, the consignee exercises the privilege. 
On prepaid shipments to non agency stations, the shipper requires 
immediate reimbursement from consignee of the amount paid. 


In the event there is no tariff provision requiring surrender 
of the straight bill of lading as a condition precedent to the 
reconsignment of the shipment, the carrier may, in our opinion, 
require a bond of indemnity or such other proof as will satisfy 
the carrier that the party requesting reconsignment has the right 
to reconsign the shipment. We cannot say just what proof would 
satisfy the carrier. Possibly a knowledge of the terms of the 
contract of sale, under which the title was to vest in the buyer 
at point of destination and not upon delivery of the goods to 
the carrier, would be sufficient. 

Reparation—Rates Out of Line Due to Change in Base Rates 
Prescribed by Interstate Commerce Commission 

South Dakota.—Question: May I have an opinion on the 
following proposition? 

In January, 1919, the Commission made an order under 
which it set a measure of rates on a commodity from a produc- 
ing territory to another territory. The existing rates which were 
complained of were made on a combination over a break or 
dividing line. The measure adopted for the order was the exist- 
ing commodity rate from the producing territory to the border 
or breaking line stations plus 75 per cent of the applicable class 
rate from the break point to the numerous destination stations. 
The reasonableness or the amount of the former was not in- 
volved and the order only made a basis for arriving at the 
through rate which was to be published. On August 20, 1927, 
the Commission reduced the commodity rate from the producing 
poimt to the basing or break line stations by 3 cents or more. 
The rates to the destination territory referred to were not 
involved and no change has yet been made in the through rates 
which were set by the former order. The result is that the 
through rates now in effect exceed those which would apply 
under the rule ordered by the Commission. The question is, 
are the existing rates, which are higher than under the order, 
in violation thereof and how should reparation be handled? 

Answer: While we find no opinion of the Commission 
specifically in point, we direct your attention to the Commis- 
sion’s findings in Marshall & Jefferson vs. T. & P., 120 I. C. C. 
455, on page 458 of which the Commission said that a finding 
of the Commission made many years ago, and destined primarily 
to place certain points upon a proper relationship should not 
be accepted ipso facto as proving intrinsic unreasonableness in 
the rates attacked for the sole purpose of reparation. 

Notwithstanding the fact that the rates in question were 
prescribed by the Commission, it is more than probable that 
the Commission would hold that this fact shuold not be ac- 
cepted ipso facto as proof of intrinsic unreasonableness of the 
present rates for the purpose of reparation. It is, however, 
probable that the Commission would find that the rates are and 
were unreasonable to the extent they exceed the basis pre- 
scribed in the case to which you refer and award reparation 
for the statutory period preceding the filing of the complaint 
in which reparation is asked. 

The situation in the instant case is not similar to that cov- 
ered by the Commission’s findings in American Door Manufac- 
turing Co. vs. B. & O., 122 I. C. C. 471, and Decker & Sons vs. 
Union Pacific R. Co., 123 I. C. C. 621. 

However, see the Commission’s opinion in Bell & Zoller 
Mining Co. vs. Ill. Cent. R. R. Co., 109 I. C. C. 484, in which the 
Commission said: 
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When the Commission reaches a conclusion regarding a certain 
rate, that conclusion will be adhered to in subsequent proceedings 
unless new facts are brought to its attention, conditions have under. 
gone a material change, or the Commission proceeded on a misconcep- 
tion or misapprehension. 2 





Damages—Measure of—Delay in Transportation 

Nebraska.—Question: Is carrier liable for damages where 
a shipment is delayed to such an extent that it is necessary foy 
consignee to purchase products on the open market for the 
purpose of serving his trade until the arrival of the delayeg 
shipment? 

Are we not entitled to the difference between the price 
paid on the open market and the invoice price of the delayeg 
shipment? Please quote court decision, if any, directly in point, 

Answer: The measure of damages for unreasonable delay 
in transportation is the difference between the market price 
of the goods at the time and place where they ought to haye 
been delivered and such value at that place on the day when 
they were delivered. L. Blustein & Co. vs. American Ry. Ex. 
press Co., 123 S. E. 566; H. Rouw Co. vs. K. C. S. Ry. Co., 288 
S. W: 90; Middleton & Co. vs. A. C L. R. Co., 130 S. E. 552, 

Neither the amount paid for goods purchased nor the invoice 
price of the delayed shipment has a bearing upon the question 
where the market values at the time the goods should have 
been delivered and at the time they were delivered are ascertain. 
able. In this connection, see our answer to “New York,” on 
page 644 of the September 17, 1927, Traffic World, under the 
caption, “Damages—Delay.” 

Limitation of Actions 

South Datoka.—Question: I would like to have you advise 
me whether under the situation explained below we have any 
recourse, and the authority therefor. 

A shipment was made from point A to B, and delivered 
October 7, 1925. No through rates were in effect and com-. 
bination was charged. A claim for overcharge was filed and 
paid on the basis of a lower combination. Later developments 
found the overcharge to have been overpaid, the overpayment 
amount being returned to the carriers. This overpayment as 
returned to carriers being in excess of the present combination 
basis but not legally a straight overcharge because present 
combination was not in effect at time of delivery. It so hap- 
pened that during the two-year period that one factor of the 
combination was reduced; but in the meantime the statute of 
limitation of two years had expired and an informal complaint 
had not been filed with the Interstate Commerce Commission. 
The return payment of the excess to carriers was also made 
after the two-year statute had expired. 

In the Portland Caftle Load case, 55 I. C. C. 597, a similar 
situation arose, but the transportation act has since been 
enacted, tending to alter this decision. 

I would appreciate your advising what chance, if any, we 
have for securing the return of the amount returned to the 
carriers based on the factors in effect since September 1, 1927. 


Summing up the situation, it reduces itself to the question 
that under the condition as explained above, would we have 
redress on the informal docket for return of the amount in 
excess of the present combination? It is not a question of over- 
charge but of unreasonableness based on the present combina 
tion, bearing in mind the fact that the charges exceeding the 
present combination were not. returned to the carriers until 
December 16, 1927. 


Answer: Under the provisions of paragraph 3 (d) of sec 
tion 16 of the interstate commerce act, a complaint may be 
brought before the Interstate Commerce Commission within 90 
days from the payment of an undercharge or the institution 
of a suit by a carrier for the recovery of its charges or any 
part thereof: Repayment of a supposed overcharge by a shipper 
is in effect the payment of an undercharge by the shipper, and 
as such is a collection of charges, in our opinion, within the 
term “collects charges in respect of that service,” as used in 
paragraph 3 (d) of section 16 of the interstate commerce att. 

In accordance with the above you have 90 days from De 
cember 16, 1927, within which to file complaint with the Com- 
mission attacking the reasonableness of the charges collected 
on the shipment in question. = 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended January 28 totaled 12,739 cars, as compared with 12,46) 
cars (revised) the preceding week and 14,661 cars in the corre 
sponding period of 1927, according to carrier reports to the 
Bureau of Agricultural Economics of the Department of Agr 
culture. Shipments were reported as follows: 


Apples, 1,265 cars; cauliflower, 232 cars; cabbage, 789 cars; celery; 
698 cars; cucumbers, imports, 1 car; eggplant, 3 cars; imports, 
ears; grapefruit, 515 cars; imports, 32 cars; green peas, 7 cars; im- 
ports, 61 cars; lemons, 113 cars; lettuce, 1,186 cars; mixed citrus 
fruit, 213 cars; mixed vegetables, 530 cars; imports, 17 cars; onions, 
545 cars; peppers, 28 cars; imports, 33 cars; oranges, 1,233 cars; Im- 
ports, 43 cars; pears, 46 cars; spinach, 296 cars; strawberries, 4 cars: 
string beans, 24 cars; sweet potatoes, 353 cars; tomatoes, 149 cars 
imports, 160 cars; potatoes, 4,510 cars; imports, 144 cars. 
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RAILROADS MAY TAKE OVER EXPRESS 
. The Traffic World New York Bureau 


That the express business of the United States will, in all 
probability, be handled by a company owned by the railroads 
themselves by the close of February, 1929, was indicated by 
the assertion of W. B. Storey, chairman of the committee on 
express contracts of the American Railway Executives’ Asso- 
ciation, that the member roads of that association have ex- 
pressed the opinion that it would be desirable for the express 
business to be handled by a railroad-owned express company, 
which could be accomplished by either organizing a new ex- 
press company or by buying the stock of existing companies. 

The member roads are now being asked if they are willing 
to join in a railroad-owned express company. Mr. Storey de- 
clared that, when a certain percentage of approvals of a plan 
had been obtained, a committee meeting would be called to 
decide on the procedure. 

A number of financial houses have for several months been 
persistent buyers of Adams and American Express stocks, ap- 
parently representing interests that wished to acquire as much 
as possible of the stock in the hands of the public. It is re- 
ported that the interests for which much of the buying of.the 
express shares was carried out are heavily interested in a num- 
ber of the largest railroad systems. In January the market 
price of Adams Express advanced 100 points from 195 to 295, 
and American Railway Express was carried up from 110% to 
135. 

While most of the uniform contracts of the American Rail- 
way Express Company with the railroads have been extended 
to February 29, 1929, it would appear that a definite plan may 
be devised for placing all the express business in the hands of 
a company owned by the railroads before the expiration of ex- 
isting contracts. 

It is not generally known that an agreement was made that, 
when the present contracts expire in 1929, the railroads have 
the option of making new contracts or purchasing the property 
of the American Railway Express Company. Since the mem- 
ber roads of the Railway Executives’ Association have asserted 
that it would be desirable to have a railroad-owned express 
company handle all the express business, it is assumed in some 
quarters that no new contracts will be made with the express 
company and that the properties of that company will be bought 
by the railroads and operated under the organization already 
established. 

At the offices of the American Railway Express Company it 
was said that no statement as to plans under way or price that 
would be paid in case the company was purchased by the rail- 
roads would be made. 


LUMBER SHIPMENTS 


The National Lumber Manufacturers’ Association concludes 
from a study of reports received from 464 of the leading lum- 
ber mills of the country, that the industry is gradually speeding 
up. Although the number of reports received was 24 less last 
week than for the week before, the reported production was 
only slightly less, as was the case, also, with new business, 
while shipments showed a net reported increase of 17,000,000 
feet, As a whole, the industry is far ahead of last year in all 
departments. 

The following table compares the lumber movement, as re- 
flected by the reporting mills of eight softwood, and two hard- 
wood, regional associations, for the three weeks indicated; 000’s 
omitted: 


Corresponding Preceding Wk., 

Past Week Week, 1927 1928 (Revised) 

Soft- Hard- Soft- Hard- Soft- Hard- 

; wood wood wood wood wood wood 

DE tedvreewees 340 124 319 111 345 143 

Production . 220,941 19,601 169,220 18,172 217,000 22,000 

Shipments .....239,969 19,104 176,101 15,799 222,930 19,549 
Orders (New 

Bus. .. 258,694 18,802 180,575 21,053 260,659 24,161 


WAREHOUSE STATISTICS 

For the first time, statistics are being collected on the oper- 
ations of merchandise warehousing on a national scale, accord- 
ing to the Department of Commerce. Through the bureau of the 
census the department has sent out to public warehouses of 
merchandise blanks for obtaining information on the occupied 
space and movement of goods through these warehouses. This 
information is being gathered at the request of the warehouse 
industry and with the cooperation of the American Warehouse- 
men’s Association and local associations. Over 500 warehouses 
have already agreed to report their data each month, beginning 
with the figures for the end of January. 

As soon as the reports have been received and tabulated 
each month, the Department of Commerce will issue a state- 
ment summarizing the information. Through these summaries 
the warehouse industry and business men generally will be en- 
abled to see what proportion of occupiable space is actually 
rented, with comparisons from month to month, and will know 
the value of goods passing into and out of the merchandise 
warehouses. The data will also be given by states and by larger 
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cities, if complete cooperation is obtained in these localities, g, 
that local, as well as national conditions, can be ascertained. 


CAR REQUIREMENT FORECAST 


The car service division of the American Railway Associa. 
tion has issued a national forecast of freight car requirements 
for 27 principal commodities the first quarter of 1928, based on 
estimates and reports of trade conditions furnished by the com. 
modity committees of the shippers’ advisory boards. The est. 
mates indicate a decrease in loadings for the quarter of 23 
per cent, as against the actual loadings in the same period of 
1927. 

A digest of the reports comparing estimated loadings the 
first quarter of 1928 with the actual loadings in the same quarter 
of 1927 follows: 

Total all reporting districis 








. : Estimated 
Advisory Board Classification Carloadings In- 
Item Actual Estimated crease 
No. Commodity 1927 1928 % 
D Ce OE ns. cca ciescecicsseeocwsscus 346,366 341,068 #15 
2 Flour, meal and other mill products 226,741 233,530 3.0 
3 Hay, straw and alfalfa.............. 100,150 94,255 #59 
© Ce cok civecwaawsnsicnemnsscascespe 105,831 73,326 *30.7 
5 Cotton seed and products, except oil 103,477 72,476 #30) () 
OS: We I Sa dae cescemaiob~ ase-wmers By 05) 35,972 #118 
7 Other fresh fruits ............se.ee. 46,636 38,582 #173 
DO ic ritiaace euteedew meee seins 67,794 71,080 48 
9 Other fresh vegetables ............ 60,510 56,466 #67 
10 Live stOCk ....cccccccccccccrccceces 378,00 370,305 *2.0 
TS “QOGE CE COMO vk. coos cnsee cece ceves 3,173,078 2,980,428 *6.1 
12 Ore and concentrates ...........-. 163,515 158,700 #99 
13 Clay, gravel, sand and stone (incl. n 
gypsum, crude and powdered) .. 587,146 590,459 6 
14 Lumber and forest products ....... 59,385 962,467 3 
15 Petroleum and petroleum products. 515,096 537,868 44 
16 Sugar, syrup, glucose and molasses. 41,825 43,862 4,9 
C—O ET er 472,795 466,363 *14 
18 Castings, machinery and boilers.... 61,311 60,736 +4 
BO COINS oo o:00:606 0 0.6.0:6:66 606-60 60:00 60's 28,698 133,271 3.6 
20 Brick and clay products............ 150,011 159,540 6.4 
| ee errr re 59,463 59,918 8 
22 Agricultural implements and vehicles, 
other than*’automobiles ......... 30,791 33,084 74 
23 Automobiles, trucks and parts...... 195,518 219,950 12.5 
24 Wertitizers, All KINGS ooc.ccccecciccceee 164,930 180,195 9.3 
25 Paper, printed matter and books... 64,595 73,557 13.9 
26 Chemicals and explosives........... 63,974 68,662 1.3 
27 Canned goods—all canned food prod- 
ucts (includes catsup, jams, jel- 
lies, olives, pickles, preserves, 
SER? ‘saccccesscentscnesenloo neces 34,117 34,751 1.9 
Total ail commodities listed........ 8,342,533 8,150,871 $2.3 
*Decrease. 


POSTAGE ON OLD FREIGHT BILLS 


Packages of old freight bills sent through the mails are 
subject to postage at the first-class rate, according to R. S. 
Regar, third assistant Postmaster-General, who has issued the 
following to postmasters: 


It has come to my attention that packages of old freight bills filled 
out in handwriting or typewriting, and carbon copies thereof, sent 
to traffic bureaus for auditing are erroneously being accepted for 
mailing at some post offices as fourth-class or parcel-post matter, 
while under the provisions of section 398, Postal Laws and Regulations, 
such freight bills are first-class matter and subject to postage at 
the rate of 2 cents an ounce or fraction of an ounce. 

Postmasters are requested to see that the proper rate of postage 
is required on packages of such matter. 





WESTERN WAGE AWARD 


Federal Judge George A. Carpenter, Chicago, February 1, 
dismissed the petition filed by the western roads to set aside 
the wage award of the board of mediation made in December 
which granted increases of 30 and 35 cents a day to firemen 
and hostlers, respectively, on the western roads. The award 
was challenged on the grounds that the railroad members of 
the board were not present at the time it was made—they 
having declined to reconvene, following the failure to reach an 
agreement at the original meeting of the board members. Judge 
Carpenter’s action will make the award effective unless al 
appeal to the United States Circuit Court is made within tel 
days. 


COAL PRODUCTION AND SHIPMENT 


Production of soft coal the week ended January 21 totaled 
9,729,000 net tons, a decrease of 1,136,000 tons from the output 
in the preceding week, according to the weekly estimate of the 
Bureau of Mines of the Department of Commerce. Anthracite 
production was estimated at 1,103,000 net tons, a decrease of 
488,000 tons from the output in the preceding week. 

Tidewater bituminous coal shipments the week ended Jan- 
uary 21 were reported as follows: From Hampton Roads, 403- 
779 net tons, of which 214,235 tons were for New England de 
livery; from Charleston, S. C., 3,815 tons (bunker). 

Cars of coal forwarded over the Hudson to eastern New 
York and to New England the week ended December 31 were 
reported as follows: Bituminous, 1,999 cars; anthracite, 2,372 
cars. 
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Terminal Railroad Association 
OF ST. LOUIS 


he Terminal of Capacity and Expedition’”’ 
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PLAT OF 
ST. LOUIS and VICINITY 
Showing RAILWAY SYSTEM of the 
Terminal R. R. Assoc. of St. Louis, 


iw Se 


ROUTE YOUR FREIGHT VIA ST. LOUIS AND SPECIFY 
“T R.R.A.” IN YOUR BILLS OF LADING 


Interchange Connections with ALL Railroads reaching St. Louis and East St. Louis 
Industrial Switching SERVICE of the mostTexcellent character 
Industrial Switching RATES the_ lowest to be found in any large city 

Prompt information supplied as to movement when requested 

Three belt lines in the St. Louis District and three in the East St. Louis District provide 

amply for industrial expansion 
Large areas of moderately priced property, conveniently located for industrial development 
are available along these belt lines 


Information regarding RATES, SERVICE, FACILITIES and INDUSTRIAL LOCATIONS 
may be obtained by addressing 


EDWARD CLEMENS, Traffic Manager, 111 Union Station, St. Louis, Mo. 


seas CoH 2 3 
SEPTEMBER, 1927. 
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MEN IN TRANSPORTATION 





Regulation of carriers by water engaged in the foreign and 
interstate commerce of the United States was one of the main 
objects sought by Congress when it passed the shipping act 
of 1916. This activity of the Shipping Board, however, has 
been overshadowed by the supervision of operation of the gov- 
ernment’s merchant marine. It is generally conceded that, if 
and when the government gets out of the shipping business, 
regulation will become probably the principal activity of the 
board. 

The regulatory work of the Shipping Board centers in its 
Bureau of Regulation, of which C. O. Arthur is the director. 
The scope of the regulatory jurisdiction of the board extends 
to the rates, fares, charges, and practices of two classes of 
common Carriers by water—those engaged in interstate com- 
merce on regular routes from port to port on the high seas and 
the Great Lakes, and those engaged in foreign commerce, ex- 
clusive of tramp vessels. Persons carrying on the business of 





Cc. 0. ARTHUR 


forwarding or of furnishing wharfage, dock, warehouse, or other 
terminal facilities, in connection with a carrier by water, also 
come under the regulatory jurisdiction of the board. At the 
present time there are 213 carriers engaged in interstate com- 
merce and 280 carriers engaged in foreign commerce of the 
United States that are subject to regulation by the board. In 
addition, there are 228 forwarders and others furnishing wharf- 
age, dock, warehouse, or other terminal facilities that are sub- 
ject to such of the regulatory provisions of the shipping act as 
have application to their respective activities. 

Under section 22, of the shipping act, any person may file 
with the board a sworn complaint alleging violation of the act 
by any carrier or other person subject thereto, and the board, 
after full hearing, may make an order relating to any such 
violation and award reparation. The first of the board’s regu- 
latory decisions to be reviewed by the courts was that in the 
case of the American Tobacco Company against the French 
Line. An award of reparation in the sum of $78,230, on ac- 
count of unjustly discriminatory charges by the French Line, 
was recently upheld by the federal court for the southern dis- 
trict of New York. 
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Procedure of the board under its regulatory duties ig goy. 
erned by rules of practice formulated by the Bureau of Regu- 
lation and adopted by the board. Proceedings thus far e¢op. 
duced on the bureau’s formal docket have had to do, in the 
main, with the reasonableness of rates on particular commogj. 
ties under section 18 of the shipping act, and issues of undye 
prejudice and unjust discrimination between shippers, localities, 
and descriptions of traffic, under sections 16 and 17 of the act. 
Increasing use is being made of the bureau’s informal complaint 
docket. Differences between shippers and carriers are dealt 
with on this docket in an informal manner, the bureau acting 
as a disinterested intermediary in an effort to bring about agree. 
ment. In this phase of its work, the bureau deals, among other 
things, with questions relating to tariff interpretation, bill of 
lading provisions, and terminal services and charges. 

Interstate carriers by water are required by section 18 of 
the shipping act to file with the board and keep open to public 
inspection their maximum rates, fares, and charges. Tariff reg. 
ulations prescribing the manner and form in which tariffs shal 
be filed and posted, and specifying details respecting powers of 
attorney, concurrences, etc., are now being worked out by the 
bureau. 

On recommendation of the bureau, the Shipping Board 
recently adopted regulations governing the filing of agreements 
entered into by carriers. When the shipping act was under 
consideration in 1916, the attention of Congress was directed to 
the activities of ocean steamship conferences. By section 15 
of the shipping act, Congress provided that copies or memo- 
randa of all agreements between carriers relating to rate and 
competitive matters generally should be filed with the board 
and that nothing should be done by the carriers under such 
agreements until they had been approved by the board. Such 
approval, under the act, relieves the parties to the agreements 
from application of provisions of the Sherman anti-trust act and 
the Wilson tariff act relating to combinations in restraint of 
trade. Examination of such agreements to determine their 
lawfulness is one of the important activities of the bureau. 

Mr. Arthur, who became director of the bureau in 1925, after 
having been an examiner since June, 1920, was born in Indi- 
anapolis, Ind., in 1886. In his boyhood he lived near the home 
of James Whitcomb Riley in Lockerbie street. He began his 
transportation experience as a telegrapher and station agent on 
the Vandalia and Big Four in Indiana. Later he studied law 
in Indianapolis. He is a graduate of the Georgetown (D. C.) 
University law school.—S. H. S. 


DOINGS OF THE TRAFFIC CLUBS 


A majority of the clubs constituting the Associated Traffic 
Clubs of America having ratified the resolutions with respect 
to the elimination of industrial waste adopted by the association 
at its delegate meeting at Memphis, President T. C. Burwell, 
of the association, has addressed the following letter to Herbert 
Hoover, Secretary of Commerce: 

“The Associated Traffic Clubs of America, at its annual 
meeting in Memphis, Tennessee, April 27, 1927, passed the fol- 
lowing resolution, which you will note speaks more or less for 
itself as a part of the national association’s educational program: 





Whereas, the United States Department of Commerce, since 1920, 
has been actively engaged in a national movement for the elimination 
of industrial waste, and 

Whereas, the various divisions of the department have been 
actively aiding the campaign in many specific directions, such as 
railway transportation, improved inland waterways, enlarged electri- 
fication, improved statistics, manufacturing processes, construction In- 
dustries, simplified practices, business documentation, distribution, 
fisheries, and highway safety, and, y , 

Whereas, “‘the whole program on the part of the government !s 
one fundamentally to stimulate action among the various industries, 
trades, and consumers themselves” and that “it is obviously not the 
function of the government to manage business, but to investigate 
economic questions, to survey economic phenomena and to point out 
the remedy for economic failure, or, the road to progress, to inspire 
and assist co-operative action and to stimulate forces to these ends, 
all of which are well within their proper field of public service,” *and, 

Whereas, “there is only one way to further advance the high 
standard of living in this country and that is by improved methods 
and processes, by the elimination of waste in materials, and motion In 
our production and distribution system,’’* and in the ‘‘improvement In 
methods of management,’’* ‘ 

*Extract from thirteenth annual report of the Secretary of Com- 
merce. 

Be it resolved, by the Associated Traffic Clubs of America, rep 
resenting more than ten thousand men and women, located in all 
sections of the United States, and engaged in the management of 
traffic for carriers and shippers, at their annual meeting, that the 
attention of the Hon. Herbert C. Hoover, Secretary of Commerce, be 
called to this situation, and that he be asked to use his efforts, and 
the efforts of his department, in the elimination of industrial_waste 
in its relation to the management of traffic, and that they study this 
problem and call the result of their findings to the attention of 
executives charged with the management of our industrial and com- 
mercial establishments. P 

“The resolution has now been ratified by a majority of 
member clubs, which fact, under our constitution, makes it the 
action of fifty-three traffic and/or transportation clubs of the 
country that are members of the association, these clubs beilé 
composed chiefly of traffic representatives of shippers and 
carriers. 


“The situation referred to in the resolution is the lack of 
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knowledge on the part of a large number of business men as 
to the importance of departments to look after freight traffic. 
We have thought, therefore, if you agree with us, that your 
department could include this phase of the matter in its cam- 
paign against industrial waste with good results. 

“In Washington, shortly after the Memphis meeting, the 
writer had an opportunity to discuss this matter personally with 
Messrs. Norman F. Titus and A. Lane Cricher, chief and assist- 
ant chief, respectively, of the Transportation Division Depart- 
ment of Commerce, who, by reason thereof, are more or less 
familiar with our efforts in this direction. 

“Your consideration of the matter is respectfully requested.” 





The Traffic Club of Memphis has ratified the resolutions 
pertaining to consolidation of railroads and the Hoch-Smith 
resolution adopted by the Associated Traffic Clubs of America 
at Richmond. 





The York Traffic Club will hold a meeting at the Manufac- 
turers’ Association Building February 9. J. C. Nelms, Jr., gen- 
eral auditor, Norfol kSouthern Railroad, Norfolk, Va., will speak 
on “Claims.” The new officers are as follows: President, 
Frank Weaver, York Ice Machinery Corporation; first vice- 
president, S. P. Davin, The York Haven Paper Company; sec- 
ond vice-president, R. E. Butcher, Manley Manufacturing Com- 
pany; third vice-president, J. E. Shearer, Pennsylvania; sec- 
retary, Bernard N. Gingerich, The York Haven Paper Company; 
treasurer, James T. Strayer, S. Morgan Smith Company. 





The Women’s Traffic Club of San Francisco holds meetings 
weekly at the Women’s City Club. Its members—women em- 
ployed by railroad and steamship companies and the traffic de- 
partments of industrial concerns—have shown, it is stated, a 
growing interest in the meetings, which are well attended. It 
is one of three such women’s organizations in the country. The 
club president, Miss Winifred G. Bauer, attended the last an- 
nual meeting of the Associated Traffic Clubs of America at 
Memphis and a committee is working with the Pacific Traffic 
Association and the Transportation Club of San Francisco in 
preparation for the meeting of the association in San Francisco 
in the spring. Among coming activities are listed a dance to 
be held the last of February and the annual election March 8. 





The Pacific Traffic Association will hold a meeting at the 
Palace Hotel February 7. James A. Quinby, attorney, will speak 
on the uniform bill of lading. A member of the state railroad 
commission will also speak. Members are invited to attend a 
“Fellowship Dinner,” prior to the meeting, at Dinty’s Kitchen, 
Market and Geary streets. 





The Traffic Club of St. Louis will hold a meeting at the 
Broadview Hotel, East St. Louis, February 6. A program of 
entertainment will be provided for the luncheon and an inspec- 
tion of the industrial district will follow. At a meeting, Jan- 
uary 30, F. E. Norwein, president, National Coffee Roasters’ 
Association, was the speaker. 





The Junior Traffic Club of Minneapolis will hold a meeting 
at the Nicollet Hotel February 6. A. E. Dypwick, traffic man- 
ager, St. Anthony and Dakota Elevator Company, will be the 
principal speaker. There will be a program of entertainment. 





The Miami Valley Traffic Club has ratified the resolutions 
pertaining to consolidation of railroads and the Hoch-Smith 
resolution adopted by the Associated Traffic Clubs of America 
at Richmond. 





The Tulsa Traffic Club held a meeting January 31. Enter- 
tainment was furnished by R. V. Miller, general agent, Wabash, 
assisted by R. C. Hughes, of the Wabash, and H. W. Moon, of 
the Pure Oil Company. C. S. Edmonds, traffic manager, Mid- 
land Valley railroad, Muskogee, was guest of honor. 





The Traffic Club of Chicago will hold a meeting in its club 
rooms at the Palmer House February 8. Major Rufus W. Put- 
nam will give an illustrated lecture on the Chicago harbor plan 
of the Chicago Commercial Club. Members of the Chicago 
Shippers’ Conference Association are invited. Major Putnam 
is chairman of the waterways committee of the association. 





The Traffic Club of St. Louis held a meeting January 30. 
F. E. Norwein, president, National Coffee Roasters’ Association, 
was the speaker. 





The Toledo Transportation Club held a meeting February 1. 





Committees for the year have been appointed by the Okla- 
homa City Traffic Club and approved by the board of directors. 
The chairmen are as follows: W. W. Bangs, entertainment and 
finance; J. V. Russell, membership; Clarence Holdcraft, pub- 
licity; Bert Storm, luncheons and attendance; F. J. Best, au- 
diting; W. A. Springall, reception; J. K. Moore, constitution 
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and by-laws; R. F. O’Day, appointments and employment; M. ¢ 
Buffington, educational; and S. E. Goldman, visiting sick. 





The Traffic Club of Wichita held a meeting February 9 
C. C. Reynolds, traffic manager, Wichita Flour Mills Company, 
was in charge. H. E. Morris, assistant general freight and pas. 
senger agent, Frisco, will be in charge of a meeting Febraury 9 





The Fort Wayne (Ind.) Transportation Club held its thirg 
annual. banquet at the Community Center banquet hall Febry. 
ary 2..'Ted Robinson, of the Cleveland Plain Dealer, was the 
principal speaker. W. J. Stevenson, general counsel, Nicke] 
Plate, was toastmaster. The program of entertainment was 
sponsored by the Nickel Plate. Officials of the Nickel Plate, 
including President W. L. Ross and vice-presidents H. J. Klein 
and J. W. Graham, were guests. The following officers have 
been elected: President, W. A. Carmer, Bass Foundry anq 
Machine Company; first vice-president, E. G. Howard, New York 
Central; second vice-president, William Gingher, traffic man. 
ager, Horton Manufacturing Company; treasurer, G. J. Wulff, 
Nickel Plate; secretary, C. L. Saurbaugh. 





The following officers were elected by the Indianapolis 
Traffic Club at the Hotel Severin January 25: President, L. §. 
Banta, traffic manager, Indianapolis Board of Trade; second 
vice-president, H. A. Connor, traffic manager, Indiana Condensed 
Milk Company; third vice-president, V. A. Hampton, genera] 
agent, Chicago & Northwestern; secretary-treasurer, Roscoe (. 
Johnston, assistant treasurer and traffic manager, Beveridge 
Paper Company; board of governors, E. C. Lipp, traffic man- 
ager, Allied Coal and Material Company; L. E. Earlywine, Cen- 
tral Electric Traffic Association; F. V. Martin, general agent, 
Monon; William Pasho, general agent, C. M. St. P. & P., and 
Ashley Poynor, general agent, Missouri Pacific. All of the 
board of governors’ members were elected for two years with 
the exception of Mr. Poynor, who was elected for one year. Two 
tickets, a “member” ticket and a “regular,” were submitted. 
The “member” ticket was elected in its entirety. 





The Traffic Club of Newark will hold a meeting at the 
Chamber of Commerce Building February 6. E. Morgan Barra- 
dale, secretary of the New Jersey Bridge and Tunnel Commis- 
sion, will be the speaker. Entertainment will be furnished by 
the Pennsylvania Red Arrow Quartette. The eighteenth annual 
dinner will be held at the Newark Athletic Club February 9. 
Senator A. R. Larson will be the principal speaker. An exten- 
sive program of entertainment has been arranged. 





The Traffic Club of Detroit will hold its fourth annual din- 
ner at the Hotel Statler February 14. 





The Transportation Club of St. Paul held a meeting at the 
Saint Paul Hotel January 31. N. A. Nelson, secretary, Minne- 
sota Tax Commission, spoke on “Taxes and Taxation.” 





The Traffic Club of New England will hold its seventeenth 
annual banquet at the Copley-Plaza February 16. 





The Baltimore and Ohio Railroad Accounting Association 
installed the following officers at its meeting January 20: 
President, John C. McCahan; vice-president, William R. Heartt; 
secretary, Ethelbert Hall; treasurer, R. H. English. 





In the report last week of the annual dinner of the Mil- 
waukee Traffic Club, the dropping out of several lines of type 
caused the name of J. F. Holden, vice-president of the Kansas 
City Southern, to disappear from the list of those who spoke. 
Mr. Holden made a plea to industrial traffic men for rates that 
would permit the carriers an adequate revenue, telling them, 
if their rates seemed high, to think of what they got for their 
money and the need for a prosperous condition of the railroads. 





The officers of the Los Angeles Traffic Managers’ Confer- 
ence are as follows: Chairman, A. V. MacDonald, traffic man- 
ager, Furniture Manufacturers’ Association; vice-chairman, T. 
Loretz, traffic manager,. Llewellyn Iron Works; secretary-treas- 
urer, A. T. Knopp, traffic manager, Western Auto Supply Com- 
pany; ex-official member, H. R. Brashear, traffic manager, City 
of Los Angeles. Meetings are held the second and fourth Mon- 
days of the month. Membership consists of industrial and com- 
mercial traffic men. 





The Milwaukee Traffic Club will hold its annual meeting 
and election at. the New Plankinton Hotel February 11. A 
luncheon will follow the business session. Two tickets of nom- 
inations have been drawn up, headed by E. A. Lalk and J. E. 
Kraseman. 





In the Traffic World of January 28 it was erroneously 
stated that George Krause, Jr., who was elected president of 
the Cincinnati Traffic Club, was general freight agent of the 
Nickel Plate, instead of the Big Four. The annual dinner of 
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the club will be held at the Cincinnati Club February 7. Edwin 
D. Morrow, former governor of Kentucky and a member of the 
Board of Arbitration, will be the principal speaker. William 
C. Culkins, executive vice-president of the Cincinnati Chamber 
of Commerce, will be toastmaster. The newly elected officers 
will be introduced by James W. Flannery, the retiring presi- 
dent. The invocation will be given by the Rev. Frank T. Barr, 
pastor of the Episcopal Church of Nativity. There will be a 
program of entertainment. 





The Traffic Club of Houston gave a luncheon January 31 
in honor of the Santa Fe entertainers—a group of six Houston 
girls who are scheuled to begin a three months’ tour February 
5, extending from Burlington, Kan., to San Francisco. 





The Traffic Club of Jacksonville has elected the following 
officers: President, C. M. Tyler, foreign freight agent, South- 
ern railway; secretary-treasurer, B. L. Smith, agent, Columbia 
Life Insurance Company; board of governors, Messrs. Healy, 
Hare, White, Ingraham, Salisbury and Campbell. 





The Richmond (Va.) Traffic Club has elected the following 
officers: President, H. H. Vandenbergh, general agent, Amer- 
ican Railway Express Company; first vice-president, E. L. Ivy, 
accountant, Otis Elevator Company; second vice-president, J. W. 
King, freight claim agent, C. & O.; secretary-treasurer, W. B. 
Lee, American Railway Express Company. 





General A. C. Dalton, vice-president and general manager 
of the Merchant Fleet Corporation, told the New York Traffic 
Club that, if the people desired a privately owned and operated 
American merchant marine commensurate with the volume of 
America’s foreign trade and available as a naval auxiliary in 
the event of an emergency, they must, through the agency of 
the government, give the private owner a direct or indirect 
financial aid to place American ships on a parity with foreign 
flag vessels of the same speed and type engaged in the same 
overseas service. “The only alternative, if the American flag 
merchant marine is to be placed on a permanent basis, is for 
the government to establish an adequate merchant marine and 
operate it as a government activity, either directly or by some 
system of private management, and have the losses paid by 
direct governmental appropriations through the federal agency 
that is charged with the construction, maintenance and opera- 
tion of the governmental commercial fleet,” he said. 





Personal Notes 
+ 


The Burlington Shippers’ Association will hold its ninth 


annual dinner at the Hotel Burlington February 27. William 
R. Dawes, president of the Chicago Association of Commerce, 
will be the principal speaker. C. D. Dooley, traffic manager, 
Palmolive Peet Company, Kansas City, will be toastmaster. 

Samuel Harden Church, vice-president and secretary, Penn- 
sylvania, western lines, retired from active service January 31, 
under pension regulations. He reached the age of 70 January 
24, after having spent over 52 years in railroad work. He was 
one of the oldest officers, in point of service, on the Pennsyl- 
vania. 


I. H. Wente has been appointed commercial agent, Mobile 
and Ohio, at Atlanta, succeeding F. J. Young, promoted. H. A. 
Talley, freight traffic representative, has been transferred to 
St. Louis, succeeding W. E. Barrett. Mr. Barrett has been ap- 
pointed commercial agent at Chicago, succeeding Mr. Wente. 
Mr. Young has been appointed northwestern freight agent, Chi- 
cago, succeeding J. G. Royster, promoted. 


F. G. Maxwell has been appointed assistant general freight 
agent, Wabash, at St. Louis. W. C. Streit has been appointed 
assistant to vice-president in charge of traffic, succeeding Mr. 
Maxwell. 

O. H. Nance has been elected vice-president and general 
manager, Canton Railroad, Baltimore. He will continue to hold 
his present position as president and general manager, Mary- 
land and Pennsylvania Railroad. 


J. G. Royster has been appointed freight traffic manager, 
Mobile and Ohio, with jurisdiction in the territory north of the 
Ohio River and east of the Mississippi River. E. B. Farrell has 
been appointed freight traffic manager, with jurisdiction in the 
territory south. Both will have their headquarters at St. Louis. 

L. S. Wicks has been appointed commercial agent, Kansas 
City Southern and the Texarkana and Fort Smith, at Oklahoma 
City. b 

A farewell party was given to Harry Atkinson, foreign 
freight agent, B. & O., at the Palmer House, Chicago, February 
3, by his friends. He has been promoted to the New York 
office as assistant general freight agent. 

J. E. Garbesi, Jr., has been appointed division freight agent, 
B. & O., at Wheeling, W. Va., succeeding S. C. Williams, who 
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has been transferred to Pittsburgh. Carl H. Croninger has 
been appointed district freight agent, at Huntington, W. Va. 
succeeding Mr. Garbesi. : 

M. F. Button has resigned as general freight agent, Fonda 
Johnstown, and Gloversville Railroad, Gloversville, N. Y. F., A 
Moore has been appointed general freight and passenger agent. 
W. J. Spraker has been appointed assistant general freight 
agent. M. F. Burton will continue as freight claim agent. 

Guy T. Pettigrew, at one time freight traffic representative 
of the Canadian National Railways, at New York, has been ap. 
pointed general freight agent, at Detroit, of the Grand Trunk 
Western Lines. Previous to his appointment he was district 
freight agent, Montreal. H. H. Hamill has been appointed ¢oa| 
traffic agent at Detroit and L. N. Ayer, formerly of Kansas 
City, has been appointed general agent at Detroit, succeeding 
Mr. Hamill. Anthony Pick, formerly with the western freight 
department at Chicago, has succeeded Mr. Pick as general agent 
at Kansas City. 

W. C. Harban has been appointed general freight agent, in 
charge of rates, New York and Cuba Mail Steamship Company, 
at New York. 

All industrial and agricultural development work for the 
Norfolk and Western is under the direction of T. Gilbert Wood, 
whose title of agricultural agent has been changed to industria] 
and agricultural agent, with headquarters at Roanoke, Va. The 
agricultural department, which Mr. Wood has headed since 
1918, will be enlarged to include, working under his direction, 
an industrial agent, an agricultural field agent, and the neces. 
sary clerical forces. The duties of the enlarged department will 
involve the promotion and development of both industry and 
agriculture in the territory served by the Norfolk and Western. 





TELEPHONE COMPANY EARNINGS 


In the eleven months ended with November, 1927, large 
telephone companies had an operating income of $213,195,798, 
as compared with $193,511,476 in the same period of 1926, an 
increase of 10.2 per cent, according to the monthly statement 
issued by the bureau of statistics of the Commission, based on 
reports of companies having annual operating revenues in excess 
of $250,000. In November the income was $19,986,440, an in- 
crease of 3.2 per cent over the income for November, 1926. At 
the end of November, 1927, the number of company stations in 
service was 14,694,937, an increase of 5.8 per cent as compared 
with the number at the end of November, 1926. 


NEW COMPLAINTS FILED 


No. ws ——— Pipe Threading Machine Co., Toledo, O., vs. N. Y. 
>. et al. 

Unreasonable rates and charges on rough iron castings from 
Gibson, Ind., to Toledo, O. Asks rates for future and reparation. 

No. 20535. Julius Andrae & Sons Co. et al., Milwaukee, Wis., vs. C. 
M. & St. P. et al. 

Rates in violation of section 6 of the act, on dry cell batteries 
from Madison, Wis., to Mason City, Ia. Asks refund of over- 
charges. 

No. 20536. Green-Boots Construction Co. et al., Oklahoma City, Okla., 
vs. Mo. Pac. et al. 

Rates and charges in violation of section 1 of the act, on hay 
from points in Kansas to Oklahoma City. Asks reparation. 

No. 20537. Swift and Co., Chicago, Ill., vs. Santa Fe et al. 

Rates in violation of section 6 of the act, on fresh meats and 
arog | house products from Kansas City, Kan., St. Joseph, Mo., 
South Omaha, Neb., and Sioux City, Ia., and dressed poultry, but- 
ter and eggs from points in Kansas, Missouri, Iowa and Nebraska 
to points east of the Illinois-Indiana state line. Asks cease and 
desist order and reparation. 

No. 20538. The Buckeye Clay Pot Co. et al., Toledo, O., vs. Akron .& 
Barberton Belt et al. 
Unreasonable rates on broken glass house pots, broken tank blocks 
and other similar broken materials from points in Official Classi- 
fication territory to Toledo, O., Muncie, Ind. Steubenville, O., and 
Pittsburgh, Pa. Asks rates for future and reparation. 

No. 20539. The Hammond Lumber Co. et al., San Francisco, Calif, 
vs. Southern Pacific et al. 

Rates in violation of sections 1 and 3 of the act, on piling and 
poles from points in Oregon to points in California. Ask rates 
for the future and reparation. 

No. 20540. Manistee and Northeastern Ry. Co. vs. Ann Arbor et al. 

Alleges divisions received by complainant from defendants out 
of joint rates and charges have been and are in violation of sec- 
tions 1 and 15 of the act. Asks just, reasonable and equitable 
divisions and adjustment thereof to basis of order of Commission. 

No. 20641. The Standard Hardwood Lumber Co., Buffalo, N. Y., v°. 
Pennsylvania et al. 

Rates in violation of section 6 of the act, on lumber from 

Arkansas City, Ark., to East Pittsburgh, Pa. Asks refund. 
No. 20541. Sub. No. 1. Same vs. Same et al. 
Same complaint and prayer with respect to shipments of lumber 
from Seymour, Ind., and Mound City, Ill., to East Pittsburgh, Pa. 
No. oe Nutile Fruit Co. et al., Boston, Mass., vs. Boston & Maine 
et al. 
_ Charges for track storage after free time on grape shipments 
in violation of first three sections of the act. Ask charges for 
future and reparation. 
No. 20543. Citizens’ Truck Co., Inc., et al., Los Angeles, Calif., vs: 
Santa Fe. 

Unreasonable rates and charges on iron awning arms from 
Topeka, Kans., to Los Angeles, Calif. Asks reparation. 

a“ E. J. Lavino & Co., Philadelphia, Pa., vs. Pennsylvania 
et al. 

Unreasonable rates on ore between the Lehigh Valley and Penn- 
sylvania Railroads interchange at Buffalo, and the Iroquois Gas 
— siding at Buffalo. Asks rates for future and repara- 

on. 
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February 6—Boise 
20323—. 


wemeuery 6—San Francisco, Calif.—Examiner Fleming: 


* 18590—Hy-Power Gasoline Co. vs. D 


NOTE—Items in the Docket marked with an asterisk (*) are new, 


having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


February 6—Chicago, Ill.—Examiner Stiles and Parker: 
17000—: 


Rate Structure Investigation, Part Nine, Livestock—West- 
ern District Rates. 
15565—Live Stock Traffic Assn. vs. A. & S. Ry. et al. 


ee Natl. Live Stock Assn. et al. vs. A. T. & S. F. Ry. 
e " 
16113—Oklahoma City Live Stock Exchange et al. vs. A. T. & S. F. 


Ry. et al. 
16131—Healy & Co. vs. A. T. & S. F. Ry. et al. 
19042 (and Sub. 1)—D. G. Vick et al. vs. A. T. & S. F. Ry. et al. 


a —- Livestock Shippers’ Traffic Assn. vs. Gt. Nor. 
y. et al. 

19785—Associated Meat Co. et al. vs. T. & P. Ry. et al. 

19961 (and Sub. gy ee S. Jobe vs. S. P. Co. et al. 

1. & S. 2958—Stock Cattle from Wichita, Kans., to Kansas City, 


8. 
1. & S. 2065—Cancellation of Rate and Restriction of Combination 
Rule on Stock Cattle. 
eorge C. Abel et al. vs. A. & S. Ry. et al. 
Ida.—Examiner Sharp: 
Mesa Orchard Co. et al. vs. O. S. L. R. R. et al. 


8527—J. H. Newbauer & Co. et al. vs. N. W. Pac. R. R. et al. 
February 6—Washington, D. C.—Examiner Carney: 
20235—National Fertilizer Assn., Inc., vs. A. C. & Y. Ry. et al. 


February 7—Chicago, Ill.—Examiner Harraman: 


19911—Manufacturérs’ Assn. of Chicago Heights on behalf of Amer- 
ican Manganese Steel Co. vs. Sou. Pac. Co. 


February 7—Chipley, Fla.—Special Examiner Rogers: 


Finance No. 6569—Application of Alabama & Western R. R. for au- 
thority to construct an extension of its line from Chipley to 
Graceville, Fla. 


February 8—Chicago, Ill.—Examiner Harraman: 


19884—-Beatrice Creamery Co. vs. A. T. & S. F. Ry. et al. 


February 8—Los Angeles, Calif.—Examiner Fleming: 


— a Cottonseed Products Corp. et al. vs. Inter-California 
y. e ' 
20400—Globe Cotton Oil Mills et al., vs. Ariz. Eastern R. R. et al. 


February 8&—Roanoke, Va.—Examiner McChord: 


umter Packing Co. vs. A. C. L. R. R. 
19903—J. W. Gillaspie vs. N. 


et al. 
C. & St. L. Ry. et al. 


February 8—Argument at Washington, D. C.: 


Valuation No. 457, In re tentative value of the properties of the C. 
& O. Ry. et al. 

Valuation No. 477, In re tentative valuation of the property of the 
Cc. & O. Ry. of Ind. 

Valuation No. 398, In re tentative valuation of the property of the 
Piney River & Paint Creek R..R. 

—o so 904, In re tentative valuation of the Hocking Valley 

y. et al. 


February 9—Argument at Washington, D. C 


Fourth Section Application 464 et al.—Fourth Section Departures in 
rates on cotton and linters. 


February 9—Salt Lake City, Utah.—Examiner Sharp: 


20145—Interstate Rates on Petroleum Products to points in Colorado 


and Utah. 
10856—Utah State Automobile Assn. vs. A. T. & S. F. Ry., Director 
General, as agent, et al. 
14121—Jewel Co., Inc., vs. A. T. & S. F. Ry. et al. 
16544—White Eagle Oli & Refining Co. vs. D. & R. G. W. R. R. et al. 
1 —The Hal Oil Co. et al. vs. A. T. & S. F. Ry. et al. 
18113—White Eagle Oil & Refining Co. vs. D. & R. G. W. R. R. et al. 
18417—Sinclair Refining Co. vs. A. T. & S. F. Ry. et al. 
18818—A. A. Vickers Petroleum Co. vs. Un. Pac. R. R. 
19032—The Jewel Co., Inc., vs. A. T. & S. F. Ry. et al. 
19315—White Eagle Gil & Refining Co. vs. Un. Pac. R. R. et al. 
19582—-Sinclair Refining Co. vs. A. T. & S. F. Ry. et al. 
17783—Texas Co. vs. C. B. & Q. R. R. et al. 
18146—Continental Oil Co. vs. A. T. & S. F. Ry. et al. 
1. & S. 2811—Petroleum and petroleum products from Colorado or- 
igins to Colorado and New Mexico destinations. 
G ww. R. BR. ot al. Gm 
connection with 20145, Interstate Rates on Petroleum Products to 
Points in Colo. and Utah.) (Further hearing.) 


February 9—Chicago, Ill.—Examiner Harraman: 


18840—-Swift & Co. et al. vs. St. L.-S. F. Ry. et al. 


February 9—Los Angeles, Calif.—Examiner Fleming: 


20110—Blue Diamond Co. vs. W. P. R. R. et al. 


February 9—Roanoke, Va.—Examiner McChord: al 


Fourth Section Application 2069, of J. F. Tucker, agent. 
Fourth Section Application 924 and 928, of Virginian Ry. 
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February 10—Washington, D. C.—Examiner Kettler: 

* 15026—Oklahoma Millers’ League vs. Alabama & Mississippi R, p 
et al. (Further hearing, in so far as it concerns the transit on 
grain and grain products in carloads, from points in Okla. to 
destinations in La. west of Miss. River, including points on west 
bank thereof, and to Miss. River Crossings in Miss. and La, on 
the east bank thereof.) " 


February 10—Chicago, Ill.—Examiner Harraman: 
19899 (and Sub. 1)—Armour & Co. (Ill.) et al. vs. A. T. & S. F, Ry, 


et al. 
20122—-Albert Lea Packing Co. et al. vs. A. T. & S. F. Ry. et al. 
February 10—Argument at Washington, D. C.: 
18300—Motor Bus and Motor Truck Operation. 
February 11—Salt Lake City, Utah—Examiner Sharp: 
Fourth Section Application No. 13218, filed jointly by the O. s, 1 
R. R., S. P. Co., and W. Pac. R. R. F 
Fourth Section Application 13256, filed jointly by L. A. & S. L. RR. 
0. Ss. L. R. R., O. & W. R. R. and Navi. Co., S. P. Co. D. &R 
G. W. R. R., and W. P. R. R. ‘ 
February 11—Chicago, Ill—Examiner Harraman: 
1. and S. No. 3039—Restriction in Routing on Coal from Illinois mineg 
to Iowa, Minnesota, Nebraska and South Dakota. 


February 13—Los Angeles, Calif.—Examiner Fleming: 
* 1. & S. 3054—Soap from Los Angeles, Calif., to Bismarck, N. D. 


February 13—Wilmington, N. C.—Director Bartel and Examiner Bren- 
nan: 
18187—Transportation of strawberries in carload lots from Florida, 
Georgia, Alabama, North Carolina, South Carolina and Virginia 
to points in Official Classification territory. (Further hearing.) 


February 13—Chicago, Ill.—Examiner Harraman: 
1. & S. 3040 and Ist sup. order.—Charges for cleaning and disin- 
fecting stock yards and chutes in W. T. L. territory. 


February 13—Washington, D. C.—Examiner Weems: 
19805—Southern Creosoting Industries vs. A. G. S. R. R. et al. 


February 13—Denver, Colo.—Examiner Sharp: 

oo. Rates on Petroleum Products to points in Colorado 
an ah. 

10856—Utah State Automobile Assn. vs. A. T. & S. F. Ry., Director 
General, as agent, et al.’ 

14121—Jewel Co., Inc., vs. A. T. & S. F. Ry. et al. 

16544—White Eagle Oil & Refining Co. vs. D. & R. G. W. R. R. et al. 

17597—-The Hal Oil Co. et al. vs. A. T. & S. F. Ry. et al. 

18113—White Eagle Oil & Refining Co. vs. D. & R. G. W. R. R. ét al, 

18417—Sinclair Refining Co. vs. A. T. & S. F. Ry. et al. 

18818—A. A. Vickers Petroleum Co. vs. Un. Pac. R. R. 

19032—The Jewel Co., Inc., vs. A. T. & S. F. Ry. et al. 

19315—White Eagle Oil & Refining Co. vs. Un. Pac. R. R. et al. 

19582—-Sinclair Refining Co. vs. A. T. & S. F. Ry. et al. 

17783—Texas Co. vs. C. B. & Q. R. R. et al. 

18146—Continental Oil Co. vs. A. T. & S. F. Ry. et al. 

1. & S. 2811—Petroleum and Petroleum products from Colorado or- 
igins to Colorado and New Mexico destinations. 

* 18590—Hy-Power Gasoline Co. vs. D. & R. G. W. R. R. et al. (In 

connection with 20145, Interstate Rates on Petroleum Products 
to Points in Colo. and Utah.) (Further hearing.) 


February 14—Washington, D. C.—Assistant Traffic Director Pitt and 

Examiner Boat: 2 
Fourth Section Applications 2040 et al., 11406, 13262, 13187. (Further 
hearing.) 

February 15—Portland, Ore.—Director Mahaffie: 

* Finance No. 6523—Joint Application of Nor. Pac. Ry., Gt. Nor. Ry. 
and O.-W. R. R. & Navi. Co. for authority to operate certain of 
their joint passenger trains over the Longview, Portland and 
Northern Ry. between Olequa and Longview Jct., Wash. 

February 15—Argument at Washington, D. C.: 

18471— International Paper Co. vs. B. R. & P. Ry. et al. 

18474—-St. Regis Paper Co. et al. vs. B. & O. R. R. et al. 

18849—-Syracuse Chamber of Commerce, and Manufacturers Assn. 
of Syracuse, N. Y., vs. B. & O. R. R. et al. 

18912—Oswego Chamber of Commerce, Inc., et al. vs. B. & O. R.R. 


et al. 
18472—International Paper Co. vs. C. R. R. of N. J. et al. 


February 15—San Diego, Calif.—Examiner Fleming: 
eo Fruit and Produce Co. et al. vs. A. T. & S. F. Ry. 
et al. 


February 16—Montgomery, Ala.—Director Bartel and Examiner Bret- 


nan: 

18187—Transportation of strawberries in carload lots from Florida. 
Georgia, Alabama, North Carolina, South Carolina and Virginia 
to points in Official Classification territory. (Further hearing.) 


February 16—Argument at Washington, D. C.: 
18864—Maloney Tank Mfg. Co. et al. vs. A. T. & S. F. Ry. et al. 
19413—East Rochester Assn. vs. B. & O. R. R. et al. 


February 16—San Diego, Calif—Examiner Fleming: 
202092—-San Diego Chamber of Commerce vs. A. & R. R. R. et al. 
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“THE SHIPPING 


THAT IS DIFFERENT” 








The traffic manager of a large auto- 
motive engine plant recently told 
why he favored Trans-Continental 
Freight in preference to all other 
freight forwarding companies. 
‘““‘Trans-Continental is always re- 
liable,’’ he said. ‘‘They make 
good on their claims and they 
always do what they say they’ll 
do. In addition, every man in the 
organization is personally inter- 
ested in giving me service—seems 
as though they can’t do enough for 
me when I get in a jam.”’ 


He’s RIGHT! Trans-Continental 
Freight always is glad to help out. 
It is that personal attention to 
your individual problem that makes 
Trans - Continental Freight For- 
warding better and different. 


Ask Our Nearest Branch 


Trans-Continental Freight Co. 


General Offices: 
Eastern Offices: 393 Seventh Ave., New York City 


7 So. Dearborn Street, Chicago 


BRANCH OFFICES 


Minneapolis, Minn. 
Philadelphia, Pa. 
Portland, Ore. 

St. Paul, Minn. 

Salt Lake City, Utah 
San Francisco, Cal. 
Seattle, Wash. 


Boston, Mass. 
Buffalo, N. Y. 
Cincinnati, Ohio 
Cleveland, Ohio 
Denver, Colo. 
Detroit, Mich. 
Los Angeles, Cal. 


Consolidators of Machinery, Merchan- 
dise, Household Goods, Automobiles, 
etc., for more than 29 years. 
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SEATTLE TO YOKOHAMA, 


saameees 
geese eme SAN FE 


* m., To YOKOH 
~22._ 54 eee me A MA 
OHAMA “OY tay 4799 Mit gg nn nanennnnne ne FRANCISCO 
s+. Ss XS 


the longest way ‘round 
may be the sweetest way home--but 


it’s the expensive way to reach markets—particu- 
larly in this day of narrow margins and keen compe- 
tition. 


Sales managers attempting to invade or control the 
tremendous markets of the Far East and Traffic ini saint sistas 
Managers interested in cooperating will find con- te handle teak ake cok 


siderable interest in the above map. — be 


Take Yokohama, for instance: Seattle is over 500 —— eS ae 
miles NEARER to Yokohama than are South Pacific 066 ‘bushel concrete grain 
Ports. By the “established trade route” via the Ha- pean oo gh aha 
waiian Islands, Seattle is nearly 1,500 miles nearer. 

The difference in time is proportionate — running 

from a day to a week, depending upon the speed of 

the vessel. The same is relatively true of Kobe, 

Shanghai, Hong Kong and Manila—in fact, the entire 

Asiatic Archipelago. 


To sales and traffic managers these facts are of more 
than ordinary significance—they mean a quicker ap- 
proach and faster deliveries—effective selling advan- 
tages—and less “in transit” time with proportionate 
savings in insurance and interest charges—important 
shipping economies. 


For specific information address: Bell Street Terminal 
Traffic Department SEATTLE, WASHINGTON 
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with STOP OF 


BAY WAY 


IN THE PORT OF NEW YORK 


The “New-Way” offers unlimited Terminal facilities for WAREHOUSING, DISTRIBUT- 
ING, ASSEMBLING, SHIPPING, TRUCKING and MANUFACTURING. 

The Terminal provides modern commercial fire-proof, sprinklered, re-inforced concrete 
buildings for warehousing, distributing and manufacturing plants. The buildings have adequate 
freight platforms and direct railroad sidings at car-door level. There are also deep water docks to 
accommodate waterborne freight of all kinds. The marine and specific fire insurance rates are the 
lowest obtainable. 


The INDUSTRIAL TERMINAL of TODAY ASSURES its Shippers and Manufacturers 
economy through concentration of operation not attainable through any other means. 


“ 

















NewYork SERVICE with New Jersey ECONOMY 
= \ = \ 


TERMINAL NEW YORK OFFICE 
BAYWAY (ELIZABETH) N. J. 25 CHURCH STREET, N. Y. C. 
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To Train and Steamer 


the Luggage of New York’s Leading Hotels 


Travels in INTERNATIONAL SPEED TRUCKS 


The RITZ-CARLTON -: - 


Nowhere must service be so fault- 
less as in the famous hotels of 
New York. And no factor in this 
service is more vital than their 
International Speed Trucks. Lug- 
gage can never be late—going or 
coming—for patrons like theirs. 

At the Ritz-Carlton, one of the 
famous family of hotels known all 
over Europe and America, Inter- 
national enhances the service 
to notable guests—and has for 
years. 

For the Ambassador Hotel, also, 


‘Thee AMBASSADOR: * *+ 


# 


i: 
i 
a 
a 
_ 
5 
a 





International Speed Trucks have 
carried the luggage of some of New 
York’s most eminent visitors— 
Queen Marie, Prince Bismarck, 
Lord and Lady Mountbatten, Secre- 
tary Mellon, Charles M. Schwab, 
Mary Pickford, Douglas Fairbanks, 
Gloria Swanson—and on and on 
through the Blue Book of fame and 
aristocracy. 

And now comes New York’s mag- 
nificent new Savoy-Plaza, offering 
the best that man can devise or 
money can buy in service for its dis- 


The NEW SAVOY=-PLAZA 


criminating guests. Here, too, bag- 
gage is carried surely and swiftly 
to and from steamer and station 
by International Truck. 

International Speed Trucks can 
be depended upon to deliver ser- 
vice thoroughly i in harmony with 
the reputation they represent— 
and they look the part! 

Put them to work in your busi- 
ness and their service will please 
you as it does other firms in all 
lines of business all over the 
world. 


The International line includes the %-ton Special Delivery; 4 and 6-cylinder Speed Trucks, 14%, 1% and 
2-ton; and Heavy-Duty Trucks, 24 to 5-ton; Motor Coaches; and McCormick-Deering Industrial Tractors. 


INTERNATIONAL HARVESTER COMPANY 


606 SO. MICHIGAN AVE. (incorporaTeD) 


OF AMERICA 


CHICAGO, ILL. 


INTERNATIONAL 


“ERUCKS, * 
ivi UCK 


February 1. 
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London Midland & Scottish Railway Company 


of Great Britain 


Important Announcement 


Freight Forwarders Shipping Agents 
Traffic Managers Export Managers, etc. 


Shippers to inland points in England should obtain at once 
from the L M S Freight Offices in America 


New British Railway Freight Rates 


based upon the Revised Classification and New Standard 
Charges in force from January Ist, 1928. 


No printed tariffs can be issued, but L MS American 
Offices will quote, on application, on all commodities from 
all British Ports to all points in the interior of Great Britain. 


For information, apply to 


THOMAS ARTHUR MOFFET 
Freight Traffic Manager in America 


LONDON MIDLAND & SCOTTISH RAILWAY COMPANY 
of Great Britain 
One Broapway, NEw York City 
Tel. Bowling Green 4260 
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/RA THE REDWOOD LINE 2X | G 





Gulf-Pacific Coast Cargo Service 


A DEPENDABLE COMPANY 


CHICAGO | BIRMINGHAM 
R. F. Thompson H. B. Rox 
901, 11 So. La Salle St. 201 Brokers Bldg. 


Phone Central 4645 Phone 4-43862 


St. | 
Wir 
THE REDWOOD LINE FLEET 

IS MODERN IN ALL RESPECTS 


SHIPS ARE OF ALL-STEEL 
THREE-DECK CONSTRUCTION 


THEY ARE OIL-BURNERS 
AND DESIGNED FOR 


GENERAL CARGO SERVICE 

ST. LOUIS : MOBILE 
* Fred D. Royce Munson S§.S. Lines 
1634 Arcade Bldg. Pier 8, M. & O. Docks 

Phone GArfield 2287 GULFPORT Phone 4097 

The Redwood Line Da 
G. & S. I. Bldg. 
Phone 468 


GENERAL PACIFIC COAST AGENTS: McCORMICK STEAMSHIP CoO. 


SAN FRANCISCO OAKLAND ; LOS ANGELES 
900 Matson Bidg. Lawrence Terminal 1110 Lane Mortgage Bldg. 
215 Market St. 1 Jefferson St. 208 West Eighth St. A 


Offices also in Portland, Seattle and Tacoma 


Finkbine-Guild Transportation Co. 


E. L. THROGMORTON THEODORE BRENT P. A. JORDAN 
Vice-Pres. and Gen. Mgr. Vice-President Asst. Traffic Manager 





General Offices: (j 
1421 New Orleans Bank Building - - NEW ORLEANS 
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Great Northern 


“A Dependable Railway” 


---A Reputation Justly Earned Because Its Speedy and 
Dependable Freight and Passenger Service Between 


St. Paul, Minneapolis, Duluth, Superior, Sioux City, 
Winnipeg, Billings, Butte, Spokane, Portland, Seattle, 
Tacoma and Intermediate Points 
is made possible by competent crews 
operating First-Class Equipment, Perfect 
Roadbed, Automatic Electric Block Sig- 
nals, Modern Motive Power, Including 


Oil-Burning and Most Powerful Motor 
Generator Electric Locomotives. 


Route of the 


New Oriental Limited 


A train of extra quality but no extra fare 


Daily between Chicago and the Pacific Northwest 





G. H. Smitton A. J. Dickinson 
Freight Traffic Manager Passenger Traffic Manager 
St. Paul, Minn. St. Paul, Minn. 
H. G. Dow M. J. Costello 
Assistant General Freight Agent Western Traffic Manager 
New York City Seattle, Wash. 


T. J. Shea, Assistant General Freight Agent, 79 W. Monroe St., Chicago, III. 


(reat Northern Railway 
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SOUTHERN PACIFIC LINES 


Merchants Bank Bldg. 
Railway Exchange Bldg. 


® INDIANAPOLIS 
KANSAS CITY 


® 


® DETROIT 
Majestic Bldg. 
AVANA 
Manzana de Gomez 


@H 


@ CLEVELAND 
Hippodrome Bldg. 
@ DENVER 
Boston Bldg. 


Southern Pacific Bldg. 
DEPT., 33 West Jackson 


@® CHICAGO—FREIGHT DEPT. 
® CHICAGO—PASSENGER 


® BUFFALO 

Ellicott Square Bldg. 
® CINCINNATI 

Dixie Terminal 


Old South Bldg. 


@® BIRMINGHAM 
Woodward Bldg. 
@® BOSTON 


@ ATLANTA 
Healey Bldg. 
@® BALTIMORE 
209 Morris Bidg. 
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SAN DIEGO, CALIFORNIA 


38 UlBA WNOS TP 
ALIO AMVT LIVS 


METROPOLITAN CITY of charming homes, green 

lawns, tropical trees and beautiful flowers. 

The gateway and natural seaport of Imperial 
Valley, that great, semi tropic garden which man 
has wrested from the desert. In Balboa Park— 
1,400 acres of beauty, is an immense pipe organ, 
the finest outdoor organ ever built, with its impos- 
ing concrete amphitheater. 


San Diego is now the nearest seaport city in 
California by rail to the east. Here the San 
Diego and Arizona Railroad has made its terminus 
of the great transcontinental short line, fewer 
miles between the Atlantic and Pacific over the 
Golden State and Sunset Routes of Southern 
Pacific. 
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Write, telegraph or ’phone 
® ‘‘General Agent, Southern Pacific Lines’’ ® 


The Postman Knows Him 
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